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The Late Samuel J. Hayes. 


It would be difficult to name any man whose death will 
cause more sincere grief among his co-laborers than will 


that of Mr. Samuel J. Hayes who died at bis residence in | 


. : a | 
| was in a more or less embryonic condition, and was undergo” 


ing a slow process of development. {t was a period, there- 
| fore, requiring the exercise of wise prudence and conserva- | 

tism in its management. These traits Mr. Hayes possessed 
in an eminent degree. Ross Winans’ camel engines were 
| then regarded with especial favor by those in avthority, and 

nearly all the freight engines supplied to the road were of 
this pattern. Mr. Hayes, to obviate some of the inherent 
| difficulties of an eight-wheel-coupled engine withouta truck, 
| designed and built some ten-wheeled engines with six-cou- 
| pled wheels and a four-wheeled truck. The Winans locomo- | 
tive had remarkably large fire-boxes, some of them about | 


to act as its General Manager. Ile induced Mr. Hayes to ac- 
cept the position of Superintendent of Machinery of that 
line under him, and iu July, 1858, Mr. Hayes severed his 


| connection with the Baltimore Company and moved to Chi- 


cago, and from that time until his death, 26 years, he occu- 
pied that position uninterruptedly, notwithstanding the 


| fact that the general management of the road was changed 


a number of times. He enjoyed the confidence of the chief 
executive officers of that company toa remarkable degree, 
and in more than one instance, when those of less authority 
manifested an inclination to displace him, he was sustained 
in his position by the President of the company. 





Chicago on the morning of Sept. 21. Mr. Hayes was born | 7)¢ feet long, and 344 wide inside. Mr. Hayes reduced the; The quality of Mr. Hayes’ mind was characterized more 
Oct. 9, 1816, near Powhattan Factory. four miles frcm | size of the fire-boxes of bis engines, and soon after a trial of | by great conservatism and prudence than originality, 
Baltimore, Me., and therefore was witbin a few days of | the economy of the two kinds was made, Winans was an jalthough he was ready at all times to adopt new things 
being €6 years old at the time of his death. His father died | sdvocate of a very large grate, whereas Mr. Hayes discerned when their success had been demonstrated. He took out a 
when he was four years old, and at six years of age he be-| the fart that a grate might be too large for economy, and number of patents, among them one for a method of fasten- 


gan to workin acotton mill, where he remained until he! therefore he reduced that of his engines with dead plates. | ing locomotive tubes with copper ferrules, but in this inven- 
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SAMUEL J. HAYES. 


was 17. He was then apprenticed as a machinist in the | Winans was consequently beaten in the first trials, and was | tion he was probably anticipated. He also patented a water 
shops of the Baltimore & Ohio Raiiroad at Mount Clare in | compelled to adopt Hayes’ expedient. | purifier and lime-catcber, which was applied to the Illinois 
Baltimore. These were then under the management of Gil- | The success of these ten-wheeled engines was illustrated in | Central and other railroads. 

lingham & Winans. In 1839 there was a strike among the | a very remarkable way. After Mr. Hayes left the road in| He was for awumber of years Treasurer, and one of the 
men in the shop, in which Mr. Hayes took no part, and as a | 1856, he was succeeded by other men who built different | most active members of the Master Mechanics’ Association, 
consequence he was promoted ti sition of fore | patterns of engines. After John C. Davis was appointed | and also a member of the Master Car-Huilders’ Association. 
man of the shop. Soon after the “boiler of a loco-| Master of Machivery of the road, in 1865, he was instructed | In both organizations he will be very much missed. ; 
motive in the shops was burned, for which he was/| to select the most efficient freight engines on the line, and There is perhaps no relation in life, excepting those which 
held responsible and suspended. He then removed to| build new oneslikethem. He decided that the ten-wheeled en- | exist in the family, which affords such an excellent oppor- 
Winchester, Va., where he remained some time. He| gines designed by Mr. Hayes more than ten years before tunity for discerning the good and the evil in a man’s cbar- 
was married Sept. 17, 1839, to Martha E. Johnson, of | were the best, ana continued to build them until they were | acter as that of employé and employer, For about three 
Baltimore, who survives him. After ashort stay in Win- supplanted by the Consolidation engine. years, the writer of this brief history was brought into daily 


chester Mr, Hayes again entered the service of the Balti- 


During the period of Mr. Hayes’ administration on tbe | ‘ntercourse with Mr. Hayes, was subject to his directions, 





more & Obio Railroad as Master Mechanic, and in 1852 was | Baltimore & Ohio Railroad tbere was much dissatisfaction | 
promoted by Mr. Wm. Parkin, then General Superintendent, among the employés and discussion among the managers. | 
to the position of Master of Machinery. He occupied that | Sev ral strikes occurred, but in all that period he conduc ed | 
position until July, 1856, 

That period was one of the most critical in the history of | cess. 
the Baltimore & Ohio Railroad. The company was extend Some time before he left the service of the Baltimore & 
ng its line to the Ohio River, and had little money, and it | Ohio Railroad Mr. John H Doane,the Superintendent of the 
was a struggle to keep a float. The rolling stock of the road! roadmade an: igugement with the Illinois Central Railroad 








and advi ed with him over a drawing-board regarding the 
design and construction of work in the department over 
which be presided. Like all of us erring mortals, Mr. Hayes 


the affe'rs of his department with great discretion and suc- had faults, but with such opportunities as the above de- 


scribed relations afforded for observing his character, the 
writer can say that his faults were such as would wound 
others least. He was uniformly considerate to those subject 


o his authority, and during all the periud referred to but 
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one occasion can be remembered when his language or bear - 
ing to the writer was harsh or inconsiderate, and then the 
fault was not Mr. Hayes’. 

He was always interested in the welfare of his employés 
and took pleasure in doing them a good turn, and to those 
associated with bim in other relations of life he was a 
pleasant companion and was always ready to co-operate in 
any work connected with his occupation. 

His health had been failing for some time past, and those 
who saw him last at the convention of the Master Mechanics 
and Master Car-Builders’ Associations noticed a great change. 
Nothing serious, though, was thought of it until a few 
mouths ago, when he obtained leave of absence and under- 
took a tripto Denver. On arriving at Kansas City he was 
attacked with hemorrhage and had to return to Chicago. 
The cause of his death was probably consumption. 

None but his own family wiljl mourn his death more sin- 
cerely than his old employés, and many of them will asso- 
ciate him in memory with some helpful act, encouraging 
words or wise counsel, and all will remember him as a kind- 
hearted man and true friend. 





Train Accidents in August. 
The following accidents are iucluded in our record for the 
month of August : 
REAR COLLISIONS. 


On the evening of the Ist a passenger train on the Atchi- 
son, Topeka & Santa Fe road raa into the rear of a freight 
train which was going int» a siding at Caddoa, Col., wreck- 
ing,three cars. . 

Oa the morning of the 3d a freight train on the Peunsyl- 
vania Raliroad broke in two near Bainbridge, Pa., and the 
rearsection rau into the forward one, wrecking several cars. 

On the morning of the 4th a freight train on the New 
York, Lake Erie & Western road was backed into a passen- 
ger train in the yard at Rochester, N. Y., damaging the bag- 
gage car. 

Orn the afternoon of the 4th 17 cars of a coal train on the 
Cranberry Branch of the Buffalo, Pittsburgh & Western 
road broke loose and ran back down a steep grade and into 
another train standing on the track near Cranberry Mines, 
Pa. ‘Thirty cars were }iled up in a bad wreck. There were 
a nun.ber of coal miners cn the train ; five of them and the 
conductor were killed, and 13 badly hurt. 

On the morning of the 5tha freight train on the Wabash, 
St. Louis & Pacific road ran into a preceding freight, near 
Litebfield, Il., wrecking three cars. There was a dense fog 
at the time. 

Very early on the morning of the 6th a freight train on 
the Penn-ylvania Railroad ran into the rear of a preceding 
freight near Monmouth Junction, N. J., there being a heavy 
fog at the time. The engive and several cars were damaged 
and the engineer hurt. 

On tbe morning of the 6th some boys took the brakes off a 
gravel car which wasstanding on the New York, Susquehan- 
na & Western track near Two Bridges, N. J. The car ran 
down a high grade, attaining a great speed, an! ran into an 
engine which was standirg on the track at Sparta. The car 
and the tender were wrecked. 

On the morning of the 7th a freight train on the Lake 
Shore & Michigan Southern road ran intoa preceding freight 
near Fremont, O., wrecking several cars. 

On the evening of the 9:h a freight train on the Indiana, 
Bloomington & Western road ran into a preceding freight 
near Bellefontaine, O., wrecking an engine and several 
cars. 

Early on the morning of the ilth a freight train on the 
New York, New Haven & Hartford road ran into the rear 
of the milk traiv, which bad stopped at Greenwich, 
Conn. An engine and three cars were wrecked. A flag- 
man had been sent back, but the following train was too 
close to be stopped in time. 

On the morning of the 11tba freight train on the Pennsyl- 
vania Railroad ran into a preceding freight near Monmouth 
Junction, N. J., wrecking several cars. — 

On the evening of the l1ltha freight train on the Pitts- 
burgh, Ciacinnati & St. Louis road ran into a preceding 
freight in Newark, O., doing some damage. The accident 
was caused by a misplaced switch. 

Very early on the morning of the 12th a freight train on 
the New York & New England road ran into another freight 
which bad stopped at Putnam, Conn., for water. An engine 
and several cars were badly brokev and a brakeman hurt. 

Very early on the morning of tbe 12th a freight train on 
the New York, Lake Erie & Western road ran into a 
pusher engine standing on the track near Deposit, N. Y., 
damaging the engine and twocars. There was a dense 
fog at the time. 

On the morning of the 12th a freight train on the Pennsyl- 
vania Railroad ran into the rear of a pr. ceding freight near 
Frenchtown N. J., wrecking several cars. © 

On the morning of the 15th a freight train on the Pitts- 
burgh, Cincinnati & St. Louis road ran into the rear of a 
preceding freight, which was going into a siding near Rich- 
mond, Ind., doing some damage. 

On the evening of the 15th a passenger train on the Phila- 
del; hia & Reading road ran into a sbifting engine which 
was standing on the track at Fair Hill Junction in 

Philadelphia. The engine and cars were damaged and 
two passengers hurt. 

Very early on the morning of the 16th a fr.ight train on 
the Lake Shore and Michigan Southern road ran into a pre- 
ceding freight near Pine, Ind., wrecking several cars and 
blocking the road five hours. 

On the night of the 16th a freight train on the Wabash, 
St. Louis & Pacific road ran into a preceding freight near 
D-1phi, Ind., wrecking two cars. 

On the night of the 16th a freight train on the Ohio & 
Mississippi road ran into a preceding freight at Iuka, Il., 
wrecking two cars. 

Very early on the morning of the 18th a freight train on 
the Illinois Central road ran into a preceding freight which 
had stopped at Kensington, lll. The engine and several 
cars were wrecked and a drover in the caboose badly burt. 

Early on the morning of the 18th a Central Pacific 
freight train ran over a misplaced switch and into a Utah 
Cen.ral passenger train on a siding in Ogden, Utah. An en- 
gine and two cars were damaged and an engineer hurt. 

On the night of the 18th a passenger train on the Phila- 
delphia & Reading road ran into the rear of a freight near 
Taber, Pa., wrecking several cars. 

On the night of the 18th two sleeping cars of a passenger 
train on the Ohio & Mississippi road broke loose from the 
train near Olney, Ill. The jerk of the bell-cord signaled the 
engineer to stop, and be at once put on the brakes and 
stopped the train, when the detached cars ran into it. Seve- 
= ames were damaged, one passenger killed and 15 more or 
ess 


York Central & Hudson River road ran into the rear of a! 
preceding freight in Schenectady, N. Y., wrecking several 
cars. The wreck caught fire and four cars were destroyed. 
Very early on the morning of the 20th a freight train on | 
the Pennsylvania Railroad ran into the rear of a preceding 
freight which had stopped at Bristo], Pa., for water. Ten 
cars were wrecked ard an engine badly damaged ; the 
caboose caught fire and was burned up. Six trainmen were 
hurt and the road blocked five hours. 
On the morning of the 20th a section of a circus train on 
the Wabash, St. Louis & Pacific road ran into the preced- 
ing section at New Burnside, Ill., wrecking the rear car, in 
which were a large nuniber of circus men. Three were 
killed and 30 hurt more or less severely. 
On the morning of the 21st a freight train on the Virginia 
Midland road ran into a ballast train which had stopped 
near Tye River, Va. Six cars were wrecked and three train- 
men hurt. <A colored laborer was thrown 20 feet away 
from the track, but struck on his head and escaped unhurt. 
On the morning of the 22d asa passenger train on the 
New York, Susquehanna & Western was approaching the 
junction of the city branch in Paterson, N. .. the switch- 
mau became confused and suddenly opened the switch. The 
train ran upon the branch track and into the rear of the 
branch passenger traiv which was waiting there, damaging 
the car. Two trainmen were siightly hurt. 
On the morning of the 22d a freight train on the Chicago 
& Alton road ran into the rear of a repair train near Aiton, 
Ill., wrecking five cars. 
On the afternoon of the 22d a passenger train on the 
Chicago, Rock Island & Pacific road ran into the rear of a 
freight train which had stopped at West Davenport, Ia., for 
orders. Four cars were badly broken. 
Very early on the morning of the 23d a peach train on 
the Philadelphia, Wilmington & Baltimore road ran intoa 
preceding peach train near Kirkwood, Del., wrecking the 
engine and 12 cars. The engineer was badly hurt. 
On the afternoon of the 22d a wild engine on the Penn- 
syivania road ran into a freight train at Monmouth Junc- 
tion, N. J. The evgine and several cars were badly broken, 
ec name fatally injured and the fireman less severely 
urt. 
On the morning of the 26th a passenger train on the 
Rensselaer & Saratoga road ran into a preceding passenger 
traiu which bad stopped near Waterford Junction, N. Y., to 
remedy some slight defect in the brakes. An engine 
— one car were damaged, two trainmen and a passenger 
urt. 
On the morning of the 26th a freight train on the Indiar- 
apolis & St. Louis road ran over a misplaced switch and 
into another freight on a siding in East St. Louis, Ill., 
damagiug several cars. 
On the night of the 27th a freight train on tbe Baltimore 
& Ohio road ran into a preceding freight-which had broken 
in two near Oakland, Md. The engine and 10 cars were 
badly broken and a number of mules killed. 
About noon on the 28th a freight train on the Louisville 
& Nashville road ran into a preceding freight which had 
stopped at Greenville, Ala., wrecking several cars. 
n the night of the 28th a stock train on the Atchison, 
Topeka & Santa Fe road ran into a freight train which was 
going into a siding at Wakarusa, Kan. An engine and three 
cars were wrecked, 
On the niglit of the 30th a coal train on the Central Rail- 
road, of New Jersey, ran into a preceding coal train in 
Phillipsburg, N. J., wrecking nine cars. 

Near midnight of the 30th a freight train on the Pennsyl- 
vania Railroad ran into a preceding freight near Bird-in- 
Hand, Pa., wrecking several cars and injuring two brake- 
men. There was a dense fog at the time. 

On the afternoon of the 31st a freight train on the North- 
ern Pacific road ran into a preceding freight which had 
stopped near Detroit, Minn., wrecking the engine and sev- 
eral cars, damaging a number of others and blocking the 
road 10 hours. A flagman was sent back but the second 
train was too near to be stopped in time. 


BUTTING COLLISIONS. 


On tke mcrning of the Ist there was a butting collision 
between two fre:ght trains on the Lake Shore & Michigan 
Southern road near South Bend, Ind. Both engines and 
40 cars were piled upin a very bad wreck, and the wreck 
was almost entirely destroyed by fire. Both engineers were 
badly burt and seven tramps, who were stealing a ride, 
are believed to have been caught in the wreck and burned 
up. The accident was caused by failure to deliver an order 
to one of the trains. 

On the afternoon of the 2d there was a butting collision 
between two freight trains on the Philadelphia & Reading 
road near Tamaqua, Pa. Both engines and several cars 
were wrecked. 

On the night of the 8th there was a butting collision 
between two freight trains on the Southern Pacific road in 
the San Gorgonio Pass, Cal. Both were running slowly 
and but little damage was done. 

On the morning of the 10th there was a butting collisiou 
between a passenger and freight train on the Indiana, 
Bloomington & Western road near Springfield, O.,the result 
of a mistake in orders. Both engines “ere wrecked, an 
engineer killed and three other trainmen hurt. 

About noon on the 11th there was a butting collision 
between a passenger train and a wild engine onthe New 
York & Canada road near Putnam, N. Y. Both engines 
were wrecked and two cars thrown down a steep bank into 
Lake Champlain, one of the engines falling after them. An 
engineer was killed, seven trainmen and two passengers 
badly hurt. The wild engine bad-orders to meet the pas- 
senger train at Dresden, but the engineer (who was killed) 
did not stop. 

On the morning of the 14th there was a butting collision 
between two freight trains onthe Lake Erie & Western 
road near LaFayette, Ind. Both engines were somewhat 
damaged. 

On the morning of the 14th there wasa butting collision 
between a passenger and a freight train on the Cleveland 
& Marietta road near Hilger’s Crossing, O. Both engines 
were damaged, a passenger killed and five burt. 

On the morning of the 15th there was a butting collision 
between a freight and a repair train on the Lake Shore & 
Michigan road near La Porte, Ind., doing some damage. 

On the afternoon of the 15th there was a butting collision 
between a freight and a ballast train on the Chicago, Mil- 
waukee & St. Paul road, near Dedham, Ia. Both engines 
were damaged. : 

On the evening of the 15th there was a butting collision 
between a repair train and a yard engine on the Atchison, 
Topeka & Santa Fe road in Topeka, Kan. Both engine: 
were somewhat damaged. 

On the morning of the 16th there was a butting collision 
between two ee trains on the New York & New Eng- 
land road near Hampton, Conn., by which an engine and 
17 cars were thown overa bank and piled up in a bad 
wreck, aud the other engine damaged. The accident is said 
to have been caused by a mistake in orders. An engineer 
and a fireman were slightly hurt. 

On the afternoon of the 16th there was a butting collision 





On the evening of the 19th a freight train on the New 





between two freight trains on the Baltimore & Ohio road 


were piled up in a bad wreck anda tramp was burt. One 
of the conductors is said to have misunderstood bis orders. 

On the morning of the 17th there was a butting collision 
between a freight and a construction train on the Northern 
Pacific road near Ritzville, Wash. Ter., by which both en 
gines and several cars were slightly damaged, and two 
Chinese laborers burt. 
On the evening of the 2lst there was a butting collision 
between a shifting engine and a coal train on the Delaware, 
Lackawanna & Western road at Washington, N. J. Both 
engines were damaged, two trainmen kilied and two burt. 
On the morning of the 22d there was a butting collision 
between a freight anda repsir train on the Lake Erie & 
Western road near Ft. Recovery, O. th engines were 
damaged. 
About noon on the 24th there was a butting collision 
between a passenger train and a wild engise on the Illinois 
& St. Louis road near Lake, Ill. Both engines anda car 
were badly broken, the engineer kill-d and the fireman 
hurt so that he died a few days afterwards. 
On the evening of the 2ith there wasa butting collision 
between two freight trains on the Milwaukee, Lake Shore & 
Western road near Appleton, Wis., by which both engines 
and several cars were badlly damaged. 
On the night of the 25th there was a butting collision 
between two freight trains on the Illinois Central road near 
Cabery, Ill. Both engines and several cars were wrecked. 
The accident is said to have been caused by a mistake in 
orders. 
On the morning of the 26th there was a butting collision 
between two coal trains (one of them drawn by two engines) 
on the Pennsylvania Railroad near East Tyrone, Pa. All 
three engines and several cars were badly broken, a con- 
ductor killed and six other trainmen hurt. There was a heavy 
ie, the time. 

ear inidnight on the 29th there was a butting collision 

between a passenger train and a wild engine on the Cum- 
berland Valley road at Chambersburg, Pa. Both engines 
were badly damaged, and an enzineer burt so that he died in 
a few hours. 
CROSSING COLLISIONS. 


Very early on the morning of the 11th a Wabash, St. 
Louis & Pacific shifting engine ran into a Chicago, Rock 
Island & Pacific freight train at the crossing at Forty-fifth 
street in Chicago, Ii]. Tne engine and two cars were badly 
broken, the engineer and fireman hurt. 

On the afternoon of the 11th a passenger train on the 
Pennsylvania Railroad ran into a freight train which was 
crossing the main track at East Newark, N. J. Three freight 
cars were wrecked and the passenger engine damaged. 
About noon on the 29th a Cleveland, Columbus, Cincin- 
nati & Indianapolis freight train ran into a Columbus, 
Hocking Valley & Toledo freight at the crossing in Marion, 
O., wrecking three cars. 

On the afternoon of the 30th a Lehigh Valley freight 
train ran into a Pennsylvania Railroad freight at the cross- 
ing of the two roads in Perth Amboy, N. J. Both engines 
were wrecked, an engineer and both firemen badly hurt. It 
is said that the reflection of the sun from the crossing 
signal prevented the Lehigh Valley engineer from seeing 
it. 


DERAILMENTS, BROKEN RAIL. 


On the morning of the 21st the engine and one car of a 
passenger train on the Pittsburgh, Cincinnati & St. Louis 
road were thrown from the track near Richmond, Ind., by 
a broken ral. 

On the night of the 2ist several cars of a freight train on 
the Wabash, St. Louis & Pacitic road were thrown from the 
track near Logansport, Ind., by a broken rail. 


DERAILMENT, BROKEN SWITCH-ROD. 


On the night of the 25th the engine and several cars of a 
freight train on the Raleigh & Augusta Air Line were 
thrown from the track near Hamlet, N. C., by a broken 
switch-rod. Two trainmen were hurt. 


DFRAILMENTS, BROKEN BRIDGE. 


On the morning of the 3d a passenger train on the Cen- 
tral Branch road went through a bridge at Granite Creek, 
Kan., which had been partly burned during the night. The 
engine and baggage car went down, killing the engineer and 
fireman and injuring two other trainmen. 

On the evening of the 6th a bridge over the Embarrass 
River near Greenup, Ill., on the Peoria, Decatur & Evans- 
ville road, gave way under a freight trai-, the engine ani 
18 cars going down. A trainman was killed and two others 
burt. 

On the night of the 16th a freight train on the Chicago, 
Burlington & Quincy road broke through a small bridge 
near Ferris, lll., and six cars went down and were wrecked. 
A brakeman was killed. 

On the 30th the bridge over North River near St. Rose, 
P. Q., on the Canadian Pacific road, gave way under a 
freight train, and five cars went down into the river. The 
bridge was of iron and nearly new. 


DERAILMENTS, SPREADING OF RAILS. 


On the morning of the Ist a freight train on the Scioto 
Valley road was thrown from the track near Kinnikinnick, 
O., by the spreading of the rails. 

On the morning of the 2d a lumber train on the East 
Tennessee, Virginia & Georgia road was tbrown from the 
track near Locust Grove, Ga., by the spreading of the rails 
on a high bank. The train was wrecked and seven trainmen 
hurt. 

Oa the morning of the 2d a construction train on the 
Canadian Pacific road was thrown from the track near 
Shelby, Man., by the spreading of the rails. The conductor 
was badly burt. 

On the night of the 8th two cars of a freight train on the 
Chicago & Northwestern road were thrown from the track 
in Evanston, Ill., by the spreading of the rails. 

On the evening of the 10th a construction train on the 
Minneapolis & St. Louis road was thrown from the track 
near Waseca, Minn., by the spreading of the rails. The 
caboose was wrecked and 35 laborers burt. 

Very enrly on the morning of the 18th a passenger train 
on the Louisville & Neshville road was thrown from the 
track near Pensacola Junction, Ala., by the spreading of 
the rails. The conductor was slightly burt. 

On the morning of the 30th a freight train on the St. 
Louis, Lron Mountain & Southern road was thrown from 
the track near Little Rock, Ark., by the og: 3 of the 
rails. Several cars were wrecked, a brakeman killed and 
the conductor burt. 

DERAILMENTS, BROKEN AXLE. 

On the evening of the 7th nine cars of a coal train on the 
New York Central and Hudson River road were thrown 
from the track near fennett, N. Y , by a broken axle. 

On the 17th several cars of a freight train on the Pennsyl- 
vania Railroad were thrown from the track near Mount- 
ville, Pa., by a broken axle. . 

On the afternoon of the 20th several cars of a freight train 
on tbe Great Western Division of the Grand Trunk road 
were thrown from the track in the tunnel near Clifton, Ont., 
by a broken axle, and 10 cars were piled up in the tunnel, 
making a wreck very difficult to remove. 





near Keystone Junction, Pa. Both engines and 26 cars 
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the Bath & Hammondsport road was thrown from the track 
near Pleasant Valley, N. Y.; by a broken axle. The car 
upset, injuring five passengers. 


DERAILMENTS, BROKEN WHEEL, 


On the morning of the 8th 14 cars of a freight train on the 
Southern Pacific road were thrown from the track near San 
Gabriel}, Cal., by a broken wheel. 

On the morning of the 22d_several cars of a coal train on 
the New York, Lake Erie & Western road were thrown from 
the track near Griswold, N. Y., by a broken wheel. 


DERAILMENT, BROKEN TRUCK. 


On the morning of the 16th a car of a passenger train on 
the Natchez, Jackson & Columbus road was thrown from 
the track near Adams, Miss., by a broken truck. 


DERAILMENTS, WASH-OUT. 


On the morning of the 3d a passenger train on the Chicago 
& Northwestern road ran into a wash-out near Waukesha, 
Wis., and was wrecked, injuring three trainmenr. 

Ona the night of the 3d a passenger train on the Pittsburgh, 
Ft. Wayne & Chicago road ran into a wash-out near Canton, 
O., the engine and three cars going down into the gap. 

Oa the night of the 3d a passenger train on the Lake Erie 
Division of the Baltimore & Ohio road ran into the gap 
where a small bridge had been washed out near Green 
Springs, O., and several cars were badly wrecked. One pas- 
senger was killed and nine burt 

On the morning of the 4th a freight train on the Lake 
Shore & Michigan Southern road ran into a ,washed-out 
culvert near Fremont, O., and nearly the whole train went 
down into the creek and was wrecked. 

On the morning of the 6th a freight train on the Indiana, 
Bloomington & Western road ran into a wash-out near Lon- 
don, O., the engine and two cars being wrecked. 


DERAILMENTS, ACCIDENTAL OBSTRUCTION, 


On the night of the 21st several cars of a freight train on 
the Buffalo, New York & Philadelphia road were thrown 
from the track near Holland, N. Y., by a broken brake- 
beam which dropped down on the rails. 

Very early on the morning of the 22d four cars of a freight 
train on the St. Louis Tunnel road were thrown from the 
track in St. Louis, Mo., by some lumber which fell from a 
flat car in the train. Two cars were badly wrecked and the 
road blocked nearly 12 hours, the situation of the wreck in 
the tunnel making it very difficult to clear away. 

On the afternoon of the 22d several cars of a passenger 
train on the Toledo, Cincinnati & St. Louis road were 
thrown from the track near vayton, O., by a broken brake- 
beam, which dropped down oun the rails. 

On the afcernoon of the 31st several cars of a freight train 
on the Chicago & Eastern Lilimois road were thrown from 
the track near Bismarck, UL, by some lumber which fell 
from a flat car on the track. A boy, who was stealing a 
ride, was killed. 

DERAILMENTS, CATTLE. 


On the morning of the 5th a freight train on the Virginia 
Midland road ran over a cow near Lynchburg, Va., the en- 
gine and six cars being thrown from the track. A brake- 
man was killed and another hurt. 

On the evening of the 5th a freight train on the Wabash, 
St. Louis & Pacitic road ran over a cow near Peru, Ind., and 
several cars were thrown trom the track. 

Oa the morning of the 7th a repair train on the Summit 
Branch road ran over a cow near Lykens, Pa., and was 
thrown from the track. Two men were badly hurt. 

On the night of the 7th a freight train on the Kansas City, 
St. Joseph & Council Bluffs road ran over some cattle near 
Bigelow, Mo., and the engine and 10 cars were thrown from 
the track. 

On the morning of the 10th a repair train on the South 
Carolina road ran overa cow near Branchville, S. C., and 
the whole train was thrown from the track. The engineer 
was killed and five laborers burt. 

On the nigbt of the 16th a passenger train on the Wabash, 
St. Louis & Pacific road ran over a bull near Keytesville, 
Mo., and two cars were thrown trom the track and upset. 

On the evening of the 24th a freight train on the Atchison, 
Topeka & Santa Fe road ran over a cow near Neosho Run, 
Kan. The engine ran across a bridge on the ties, the guard- 
rail keeping 1t from going off, and beyond the bridge it 
went off the track with six cars piled on top of it. 

On the evening of the 25th a freight train on the St. 
Louis, Alton & Terre Haute road ran over a mule near 
Denny, Ill., and the engine was thrown from the track with 
ten cars piled up on it ina very bad wreck. The engineer 
was badly hurt, the fireman killed. 


DERAILMENTS, MISPLACED SWITCH, 


On the morning of the 14th the rear car of a passenger 
train on the Manhattan Elevated road was thrown from the 
track at the One Hundred and Twenty-fifth street station in 
New York by misplaced switch. 

Near midvight on the 16th a passenger train on the Cen- 
tral Railroad, of New Jersey, was thrown from the track at 
Dunellen, N. J., by a misplaced switch. 

On the night of the 20th the engine and several cars of a 
freight train on the New York & New England road were 
thrown from the track in Franklin, Mass., by a misplaced 
switch. 

On the evening of the 25th nine cars of a freight train on 
the New York, New Haven & Hartford road were thrown 
from the track near New Haven, Conn., by a misplaced 
switch. 

On the afternoon of the 26th the engine and two cars of a 
passenger train on the Chesapeake & Ohio road were thrown 
from the track in Lexington, Ky., by a misplaced switch. 

On the morning of the 27tha gravel train on the New 
Haven & Northampton road was thrown from the track in 
Northampton, Mass., by a misplaced switch and ran into 
the wall of the round-house, knocking down a corner of the 
building. 

On the night of the 30th a freight train on the Louisville, 
Evansville & St. Louis road was thrown from the track at 
Bradley, Ind., by a misplaced switch. ¢ 


DERAILMENT, FAILURE TO USE SIGNALS. 


On the afternoon of the Sth a freight train on the Cin- 
cinnati, Hamilton & Dayton road ran into a small stream 
at Kirkwood, O., and the engine and nine cars were wrecked. 
The briige or culvert had been taken down for repairs, but 
the bridge-men neglected to put out a proper signal. 


MALICIOUS DERAILMENTS. 


On the morning of the 21st the engine and 10 cars ofa 
freight train on the Louisville & Nashville road were thrown 
from the track at South Drake’s Creek, Tenn., by a mis- 
placed switch. The engine upset into the ditch. The 
switcn is believed to have been purposely misplaced. 

On the evening of the 22d a passenger train on the Boston, 
Concord & Montreal road struck a frog which had been laid 
across the rail , near Dark Hollow, N. H., and the engine 
and two cars went down a high bank and were badly 
damaged. 

Early on the morning of the 24th a construction train on 
the New Yo:k, Chicago & St. Louis road was thrown from 


the track in Erie, Pa., by a switch which had been purposely 
misplaced. 
UNEXPLAINED DERAILMENTS. 

On the morning of the 1st the engine cf,a passenger train 
on the Catskill Mountains road ran off the track and upset 
near Leeds, N. Y., injuring the engi eer and fireman. 

On the evening of the 2da freight car on the Missouri 
Pacific road jumped the track in St. Louis, Mo., and ran 
against one of the columns supporting a street bridge over 
the track, knocking it down. 

On the night of the 5th two cars of a freight train on the 
Pennsylvania Railroad were thrown from the track near 
Plainsboro, N. J., blocking two tracks an hour. 

On the night of the 7th the engine and four cars of a 
passenger train on the Northeastern Railroad, of Georgia, 
ran off the track near Clarksville, Ga., and were damaged. 
The engineer, fireman and five passengers were hurt. 

On the night of the 7tha freight train on the Boston, 
Hoosac Tunnell & Western road ran off the track near 
Valley Falls, N. Y., and five cars went down a high bank 
and were wrecked. 

On the night of the 7th five cars of a freight train on the 
Central Railroad, of New Jersey, ran cff the track near 
Pamrapo, N. J., blocking the road two hours. 

On the morning of the 8th several ore cars of a freight 
train on the Detroit, Mackinac & Marquette road ran off 
the track near Marquette, Micb., blocking the road 
two hours. 

On the morning of the 8th two cars of a freight train on 
the New York, Central & Hudson River road ran off the 
track in Utica, N. Y., blocking one track two hours. 

On the morning of the 8th two cars of a freight train on 
the New York Central & Hudson River road ran off the 
track in Rochester, N. Y., but little damage was done. 

On the afternoon of the 8th a passenger train on the East 
Line & Red River road ran off the track near Winanboro, 
Tex., and several cars were wrecked. Three train men 
and a passenger were killed, and eight passengers burt. 
On the morning of the 14th a car of a construction train 
ou the New York, Chicago & St. Louis road ran off the 
track near Warsaw, Ind. A laborer was killed. 
On the morning of the 17th a repair train on the St. Louis, 
Iron Mountain & Southern road ran off the track near 
Benton, Ark., and the engine avd 15 cars were piled up in 
a bad wreck. The conductor was killed. 
On the morning of the 18th a construction train on the 
New York, West Shore & Buffalo road ran off the track at 
Washington Valley, N. Y., and knocked over a water tank. 
Two men were killed and two others badly hurt. 
On the night of the 21st a freight train on the Vandalia 
Line was thrown from the track. near Greenville, IIL, 
wrecking several cars, killing a brakeman and injuring two 
tramps. 
On the afternoon of the 22d the engine of a passenger 
train on the Missouri Pacific road ran off the track at the 
Union depot in S*. Louis, Mo., doing but little damage. 
On the night of the 23d two cars of a freight train on the 
Lake Shore & Michigan Southern rvad ran off the track in 
Dunkirk, N. Y., and ran ivto the station wall. A section of 
the wall was knocked down and the cars badly broken. 
On the afterncon of the 26th several cars of a coal train 
on the Delaware, Lackawanna & Western road ran off the 
_— near West Winfield, N. Y., blocking the road three 
ours. 

On the night of the 26th a car of a passenger train on the 
International & Great Northern road ran off the track at 
Texarkana Junction, Tex., and was thrown over against a 
freight train standing on a siding. A brakeman wascaught 
between the cars and killed. 
On the afternoon of the 28th a stock train on the Grand 
Trunk road ran off the track near Highland Creek, Ont., 
and nine cars went down a high bank and were wrecked, 
killing a large number of cattle. 
On the morning of the 30th the engine of a freight train on 
the West Jersey road ran off the track in Millville, N. J., 
blocking the road two hours. 
On the evening of the 30th a car of a freight train on the 
Boston & Maine road jumped the track in the yard in Bos- 
ton, Mass. Careful investigation failed to show the cause of 
the accident. 

BOILER EXPLOSION. 
On the morning of the 7th the engine of a passenger train 
on the Chester & Lenoir road exp!oded its boiler while 
standing on the track at Mayden, N. C., waiting to go out 
with a train. The engine was torn to pieces, and the fire- 
man killed. The fireman bad started the fire and made the 
engine ready, and it is supposed that he had not seen that 
there was water enough in the boiler. 

OTHER ACCIDENTS. 
On the night of the 11th the engine of a passenger train 
on the New York & New England road broke a side rod 
when near Waterbury, Conn. The loose end broke one side 
of the cab and tore a hole in the boiler. 

On the evening of the 24th a Terre Haute & Indianapolis 
yard engine broke an axle on the Union tracks in Indianapo- 
lis, Ind. The axle broke close to the bub of the driving 
wheel, and the wheel dropped off, twisting up the rods, but 
not derailing the engine. 

On the afternoon of the 30th a crank-pin broke on the en- 
gine of a passenger train on the Intercolonial road when 
near Canaan, N. B. The loose coupling rod tore up the run- 
ning-board and cab badly, injuring the fireman slightly. 

SUMMARY. 

This is a total of 139 accidents, by which 46 persons were 
killed and 218 injured, being a daily average of 4% acci- 
dents, 114 killed and 7 injured. 

Twenty-six of the kilied and 117 of the injured were rail- 
road employés; 20 of the killed and 101 of the injured were 
passengers or others riding on the trains. 

Of the whole number of casualties 143, or 54. 2 per cent., 
were to employés, and 121, or 45.8 per cent., to passengers. 

For the eight months of 1882 there have been reported 
802 accidents, 234 killed and 982 injured, a monthly aver- 
age of 100 accidents, 29 killed and 123 injured. 








Master Car-Painters’ Convention. 


The thirteenth annual convention of the Master Car- 
Painters’ Association opened in Chicago, Sept. 20. Presi- 
dent Robertson called the meeting to order at noon. 

A short address of welcome was made by Acting-Mayor 
Heath, who extended to the members the hospitality of the 
| ot Chicago. 

nvitations were presented to visit the shops of the Chicago 
& Nortiwestern and the new Pullman shops. 

President Roberts then delivered a short address, in which 

he enjoimed the members to freely express themselves on 








met for business and not merely for a social time. 


any of the topicsthat might come up for discussion, and not 
to think that they ‘knew it all;” but to be willing to re- 
ceive freely and profit by the suggestions of others. They 1 
must bear in miud the objects ot the association—that they | holding the next convention. Baltimore was chosen. 


The roll was called by the Secretary, and the following 
gentlemen responded: 
R. W. Taylor, St. Paul, Minneapolis & Manitoba, 
G. Wood‘ try, Chicago. 
J. F. Sutton, Indiana, Bloomington & Western. 
John Josenham, Pittsburgh, Ft. Wayne & Chicago. 
Sam. 8S. Snyder, St. Louis, Pullman’s Palace Car Co, 
Jos. Murphy, Louisviile & Nashville. 
Wm. Amerson, Chicago & Nortwestern. 
Joba Rattenbury, Chicago, Rock Islaud & Pacific. 
J. Heymer, New York. 
Jas. F. Cockburn, Pittsburgh, Cincinnati & St. Louis. 
avi F. Harral, Kansas City, St. Joseph & Council 
uffs. 
Nelson Nebr, Wabash, St. Louis & Pacific. 
Jno, G, Phillips. New York, Ontario & Wetsern. 
D. D. Robertson, Michigan Central. 
Chas. D, Ettiager, Cleveland, O. 
Chas, B. Sharon, Newark, N. J. 
P. Bereman, Wisconsin Central. 
Wm. Davis, Canada Southern. 
A. J. Bishop, Cleveland, Columbus, Cincinnati & Indian- 


polis. 

H. A. Quackenbush, Chicago. 

J. C. Stout, Union Pecific. 

T. J. Raunbauh, Pittsburgh, Ft. Wayne & Chicago. 

Fred, 8. Ball, Pennsylvania. 

H. A. Queensbough, Lake Erie & Western. 

J. C. Congdon, Northern Pacific. 

W. T. Sutton, Fiint & Pere Marquette. 

John B. Cox, Boston. 

George Forby, Missouri Pacific. 

A. P. Sweet, Delaware, Lackawanna & Western, 

A. D. Keys, New York. 

F. M. Widmer, New York, Lake Erie2& Western. 

Parker Grace. 

R. McKeon, New York, Pennsylvania & Ohio. 

E. M. Billings, Pittsburgh, Cincinnati & St. Louis. 

B, F. Harris, Cleveland, Akron & Columbus. 

L. Schaub, Sioux City & Pacific. 

Wm. Lewis, Grand Trunk. 

Wm. Sharp, Lake Shore & Michigan Southern. 

C. E. Feich, Southeastern, of Canada. 

W. J. Russell, Grand Rapids & Indiana, 

J. H. Wills, New York Central & Hudson River. 

G. O. Widmer, Lake Shore & Michigan Southern. 

W. L. Enearl, Detroit, Berry Brothers. 

John Roney, Credit Valley. 

Wm. Stines, Barner & Smith Manufacturing Co. 

D. C. Cooley, Aurora, Iil. 

Ww. G. Baker New York. 

The report of Mr. R. McKeon, Secretary and Treasurer, 
showed an increase of 14 members during the year, making 
83 now on the roll.. He suggested the aduption of a stana- 
ard system of painting cars, which could be adopted by all 
shops. 
On motion, this suggestion was referred to a special com- 
mittee, consisting of Messrs. Stines, Ball and Billings. 
The election of officers being next in order, the old officers 
were all chosen to serve for another year, as follows: Presi- 
dent, D. D. Robertson; Vice-President, John Rattenbury; 
Secretary and Treasurer, R. McKeon. 
The convention then took up che first subject for discus-. 
sion: ‘ What is the best method of filling aud finishing ligbt- 
colored woods so as to preserve the color in its natural state 
as much as possible ?” 
This was discussed at length by Messrs. Stout, Congdon, 
Stines, Wills, Billings, McKeon and Covoley. 
At the close of the discussion the convention adjourned 
until nextday. After adjournment the members paid a 
visit to the extensive shops of the Chicago & Nortwestern 
road, 
SECOND DAY. 


At the opening of the convention the first question taken 
up was: ‘* When the paint ona panel is in a condition to 
biister, why does it not blister all over, in place of being lim- 
ited to a few spots, which is the usual case?” 
Mr. Forby read a few notes on this subject, and the dis- 
cussion was continued by Messrs. Sharp, Nehr, Amerson, 
Felch and others, the general opinion being that moisture 
was the cause of the blistering. 

Mr. Felch then read an interesting paper on ‘‘ Surface 

Painting.” 
The convention then took up the fourth question: ** What 
advantage is there, if any, in striping, lettering and decorat- 
ing on bare color, instead of giving a coat of varnish previ- 
ously ?” 

The discussion was opened by Mr. Stines, and continued 
by Messrs. Ball, McKeon, Cooley, Nebr, Billings, Ratten- 
bury and others, most of the speakers advocating striping 
on bare or flat color. 

Mr. Mills then read a long and eluborate paper on the 
question: ‘“‘ What are the benefits resulting from the use of 
ready-mixed or prepared colors in the railway shops ?” 

He considered the questions of uniformity, e*onomy, dura- 
bility and the responsibility of manufacturers, generally ad- 
vocating the use of prepared colors. 

The essay was discussed by Messrs. Stines, Stout, McKeon, 
Billings, Ball and Rattenbury. At its close the following 
resolution was offered : 

** Resolved, That in paint shops where the necessary facil- 
ities can be obtained it would be more economical if the 
painters could grind their own colors instead of using the 
prepared colors sold by color-grinders.” 

The resolution was lost by a vole of 17 to 13, some mem- 
bers not voting either way. i 

The committee appointed by the Chair to consider the 
proposition to establ.sb a standard of car-painting reported 
advising the appointment of a committee on this subject, to 
report at the next annual meeting of the Association. Tney 
also reported favorably upon the question of creating an 
Advisory Committee, whose duty it should be to answer 
any inquiry which might be made by members in regard to 
the matters pertaining to the profession, and that the ex- 
pense of the committee, if any, should tbe paid out of the 
funds of the Association. 

The report was received and placed on file. ; 

A committee to select a place for the next meeting was 
appointed, and several resolutions of thanks passed. The - 
convention then adjourned until next day. 

After adjournmeat the members were taken in carriages 
to visit the parks and other places of interest. In the even- 
ing many of them attended the theatres, by invitation. 

THIRD DAY. 

After the opening of the convention, tle first topic con- 
-idered was “the must approved method of keeping = 
senger-cars clean and the best material for washing them 
on the outside when in service w.th the lea: t injury to the 
vari ish.” : 

The subject was opened by D. D. Robertson, and fully dis- 
cussed by him and otbers. s -¥ 

“Practical thoughts on locomotive painting” was the 
theme of a paper written by J. S. Atwater, of Bostcn. 

The paper evoked pertinent observations from Messrs, 
O’Ne ll, Stout, Paillips, Cooley and others. 

The convention tuen proceeded to ballot for the place of 





. A, P. Sweet read a paper on the topic: ‘* Wherein lies 
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ROBINSON’S TRANSFER-TABLE, 


be benefit of putting on two or three corts of finishing 
varnisb on a coach body within 24 or 36 hours of each o.her 
n place of giving each coat a proper time to dry ?” 

This called out a long discussion, in which many members 
ook part. 

The next question was: ‘‘The most approved methods 
mployed for removing old paint from passenger cars, »lso 
or removing cracked or decayed varnish from the inside 
inish of the car with the least «xpeuse and damage to the 
urface.” 

This was fully discussed by Messrs. McKeon, Congdon, 
Ball, Rattencury and otbers. 

The report ot the special committee presented on t'e pre- 
vious day having been taken up and i s suggestions adopied, 
Messrs. Stines, Atterbury, Ball and McKeon were appvinted 
in Advisory Committee to examine and pass judgment, 
whenever called upen, upon mixtures, methods, formulas, 
pigments, ete., for the benefit of the Association, 

Messrs. Forby, Davis, and Emerson were selected as the 
committee to formulate a standard system of painting to re- 
port to the next convention, 

After transacting the u ual routine business, the Associa- 
tion adjourne4, to meet m Bultimore next year, 

After adj.urnment the members went to Pullman ona 
special train, and made a thorough inspectior of tbe great 
shops there. In the evening they were entertained at a 
banquet, which was an exceedingly pleasant occasion for 
those present. 








Robinson’s Transfer-Table. 


Mr. Norman W. Robinson, of Pullman, Ill., has patented 
some improvemeuts in transfer-tables which he describes as 
tollows in his specifications: 

Fig. Lis a top view embodying my improvement, show ing 
the Lrausfer-table and operating mechauism with a series of 
ir.cks leading off at both sides, the upper part of the car- 
3 ructure, inclosing the dummy-eaziue, being cut away iva 

or.zoutal plane. big. 2 is an e.evation embodying my im- 
vrovement, sbowing the relation of the cars, dummy-ergine 
ind d& pot buildings. Fig. 4 isa detached detail, parti:lly 
in seciion, of the series of gear-wheels and intermediate 
shafts relative to the main or engine shaft and the axle of 
he dummy-engine car. Fiz. 4 shows the position of the 

ear-shifting lever when the mecbanism connecting the 
transfer-tavle and dummy-engine is cut of engagement, and 
ube dotted lines in fig. 3 show the position of the same when 
i gear. Fog. 5 is a side elevation of tie drag-rope, guide- 
sheaves and supporting-bracket. Fig. 6 isa top view o the 
sume, and fig. 7 isa detacbed view of the friction clutch- 
pulley fea.hercd on to the car-truck axle of the duwmy- 
engine. 

i« fu rring to the drawings, A represents the platform of 
the transfer-tub.e proper: A’, the dummy-engi.e; A*, the 
car inclusing the same; A%, a series of tracks communica- 
t.ng with tue sbops or depot buildings, and A‘, the tian. fer- 
table and dunmy-engiue tracks runwing at right angies to 
the tracks A. 

As shown in the drawings, three sets of tracks are used 

or the tronsfer-table, the cuummy engine being placed ov tLe 
miicle tree:, Tbe mechanism of the dimmy-engine is so 

rranged that the power may be apilea 10 lun cars on 
unu off the 1<nsfer-table, » bile the car carlying the engine 
remains sta‘iou.ry; or, by the shifting of a lever, us will Le 
explained tui ther along, connection is made with the axle of 
he du‘pmwy car, and the position of the evgine and tiavsfer- 
table changed as circumsiances may requile. 

On the shafts or ax.es & B’ of the tiansier-table proper 
are placed the series of car-wheels 52, upon which the 
iransfer-tat le moves. 

Upon the shaft Bare p!aced a number of gear-wheels. B?, 
which are adapted to engage with the scries of }inions 64 on 
the shaft C. Tbisshaft U is also provided with the bevel- 
gear wheels C’, adapted to engage with the bevel-gear wheel 
C2, on the shaft C*, hav.ng ou the opposite end the be vel- 
gear wheel C1, eng: ging with the corresponding wheel, D, 
located on the intermediate shatt,a. By this arrang: ment 
power and motion are traiswitted from the engine to the 
iransfer-teble, aud the mecbavism is tbrown in and out of 
gear by means cf tbe lever a’. The drum C® consists of the 
outer shel! and the inner sieeve, D’, inclosing the shaft D+, 
as shown in fig. 8 of the drawings, and is made to rotate 
therewith by means of the clutch 13, forming a part of tbe 
drum C5, engazivg with the annulur shou.der L* on the 
zear-wheell «2, wiich in turn engages with the pivion a’, 
1 ec ted on the crank or engine shaitt Z. carrying the pinion 
a‘, which engazes witb the geai-wheei £’. The drum C* re- 
ceives the coil of the drag-rope /, and 1s thrown in and cit 
of gear by means of the lever lL’, connected with the pro- 
jeciing eud of tbe sleeve J througb the inedium of the 
screw 62, as shown in fig. 3 of the drawings, 

The jever d (shown in fig. 1 and brcken away in fig. 3) 
s r'ves to throw the engine mechanism ip and out of gear 
with the front ax.e of the dummy-car, this lever being at- 
tached to the sleeve 43, feathered onto the axle-shaft U4, 

Secured to the skeve U3 is the clutcb-wheel ud’, carrying 
the wooden friction quid1ants d?, as more clearly shown in 
fig. 7 .f the drawings, the bearing surfaces of wnich are cut 
away at an oblique angle, and when thrown in gear engage 
with the inner curresponding surface of the annular projcct- 
ing rim d3, formed integral with the gear-wv heel d4, which 
eng ges with the pinion ad on the intermediate shaft a‘, 
which in turn engages with the pinion d’ on the shaft a, by 
which motion is transmitted from the main or crank shaft 
of the engine to the dummy-car wheels. The quadrants d?, 
as they become worn are set out by the screw-bolts «a5, 
(Shown in fig 7 of the drawings) 

One end of the drag-rope 6 is attached to the drum C5, 
from thence passing through between the sheaves E? £3, 
journal d in the bracket £*. then througb the snateh-block 
f,and baviug on the outer end the book #’, adapred to 
engage with the body to be moved, the snatch block, thi ough 
wh cb the drag-rope is rove, bei.g secured at any conven- 
ient point aud shitted as may be necessary. By meuns of 
the double sheaves the dray-rope may be 1un cif to either 
side of the dummy-engine to muve the cars. 

Fig. 2 shows tue relation of the dummy-engine, cars and 
bui'dings. 

What the patentee claims is: 

1. Ina transfer system, as described, the combination, 
with the transfer-table A and the shaft B, of the series of 
gear-wheels B3, the pinions Bt, the shaft C, tke bevel gear 
C’ C2, the shaft C%, the bevel-gear C+D and the shaft a, 
substanually as and for the purpose set forth, 

2, A trensfer-tuble, substantially as deser.bed, adapted to 
traverse two or mcre sets of tracks, and provided with a 
series of bearing-wheels 82, mounted in line along one side 
of said table, and gear-wheels B3 £3, “severally connected 
with said bearing-wheels. combined with counter-shaft C, 
bearing pinions b4 Bt, severally in engagement with said 
gear-wheels B%, and dummy-engi e mounied upon an inde- 
pendent carriage, but by means of sbaft C3 in connection 
with said counter-shaft C, whereby power is uniformly 
transmitted to each ot said b»aring-wheels indeper cently 

3. A traveling transfer-table ;ermanently com ected to 
and »,erateu by a dummy engine mouvted upon a separate 
carr age, conibined with a drag-rope and winding-crum Op- 








erated by suid engine independently of the traction-wheels, 
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and suitable guide-pulleys, whereby the cars may be drawn 
onto or off the transfer-table, as set forth. 

4. ‘Lhe conbivation, with a dummy-engine and traveling 
transfer-table actuated thereby, of tne drum C%, provided 
with the ciutch-box %, the drag-rope 6, the sheaves £? 23, 
and the bracket E‘, substantially as herein sauwn and 
descrived. 

5. The combination, with the engine car-axle b*, of the 
sleeve 0%, the clutch-wheel d’, the adju table quadrant-blocks 
d?, and the gear-wheel d‘, provided with tue annular rim 
d®, substantially as and for the purpose described. 

it should, perhaps, be stated that trausfer-tables have 
heretofore been operated in Eagland by dummy-engine 
mounted on a separate carriage, combined with a drag-rupe 
and winding-drum operated independently of the tracticu- 
wheels. Such au arrangement was in use atthe M dlaud 
railway carriage shops at Derby last snmmer, when the 
writer visi‘ed these works, How long it bad been iu use he 
is not able to say, but it was not new when he saw it. 








Sontributions. 





The Association of American Railroad Superin- 
tendents. 





TO THE EDITOR OF THE RAILROAD GAZETTE : 

While the practical utility of the wnu.tiplication of techni- 
cal associations may well be questioned, there can be no rea- 
sonable doubt that these associations will be valuable which 
m ke use of their meetings for the mutual interchange of 
views and experieuces, and for the discussion and adoption of 
uniform methods and appliances. The results attained by 
these discussions will be the measure of the association. 

The Association of American Railroad Superintendents, 
which meets at No. 46 Bond street, New York, Oct. 18, will 
enter upon its second year with a membership of about one 
hundred. It has already accomplished good work by its 
discussion of the question of signals, the code considered at 
its last meeting having been already adopted by many roads, 
althouzh the Committee on Rulcs and Signals have not made 
their final report. 

If the association can receive the cordial and general sup- 
port of railroad superintendents, and have its meetings well 
attended, its success is assured, and its discussions and con- 
clu ions cannot fai! to be of great interest and benefit. It is 
not enough, however, that the association have a large mem- 
bership. Its members must take a lively mterest in the 
meetings, and give them, if possible, the benefit of their 
presence, At the coming meeting in particular the co-oper- 
ation of the members is especially desirable to give the con- 
clusions arrived at the weight which their importance de- 
mands, MEMBER. 








Papers on Painting.—No. 21. 


BY CHARLES L. CONDIT. 


[Copyright 1882, by The R.ilroad Gazette.) 





PAINTING IRON.—NO, 1. 

{t is plain, therefore, by the f1cts stated in the last article. 
that we mu-t discriminate in painting metal as to what we 
shall do in the way of preparation, It will also become evi- 
dent that it is well to discriminate in the choice of our paint 

Cust Iron.—Cast iron does not rust rapidly, but in sat 
water softens and becomes a sort of plumbageo. It should be 
painted or dipped in bot oil as soon as it leaves the mold, in 
order to preserve the hard skin before it is acted upon by 
the air. 

If the least rusted, the rust must be removed by scraping 
or brushing with wire brushes. 

Wrought Ii on.—Tne black scale or rust on wrought iror 
must be removed. It is not necessary to remove all the 
biack scule, and indeed it is a very difficult thing to do 
Mulder) who investigated the painting of iron for the Dutch 
government) fouad that a piece of iroa from which he had 
with great diffi-ulty removed this scale rusted quickly while 
the picce on which the bla k scale had been left was quite 
free from rust. One will often observe pieces of old wrought 
iron quite clear of rust from no other protection than this 
scale, 

We know that the scale itself is of different kinds; that 
produ ced by superheated steam, for example, being, as we 
have sail, the best and only sure protection, wh le the ordin- 
ary scale toa larg> p:reentage gradu lly falls off, from (ap- 
parently) the formation of a minute quantity of rust powder 
under it. 

It is worth while, therefor>, to stud7v the varieties of this 
(bluck) scale, for there is without doubt a difference between 
that formed in the ordinary conditions of tne air, in water, 
under the beating hammers, etc. Tais study we must. 
however, leave the reader to make for himself, warning him 
only that a'l ordinary scale (blac<) is of an unreliable char- 
acter, in the fact, apparently, that it can give up oxygen to 
the iron beneath it, and so form crumbling rust of the very 
s‘uff by which it is held toits bed. Is muy be painted, and 
the paint will hold fairly well for a time, 1i undisturbed, yet. 
woer the paint is scraped the scale will come with it ; and 
this is a metnod sometimes used to get ril of it on ship iron 
A light coat of paint is put on, which, after a yeur, is 
scraped off, carrying the scale with it and leaving a solid 
surface for permanent painting. The scale may be removed 
in several other ways. 

(1.) It may be allowed to rust off, and the iron may then 
b2 scraped with wire brushes. The objaction to this mathod 
is the same 9s that against allowing your garden tv get full 
of grown weeds in order to pull them with ease. In either 
case your antagonist may prove too strongly planted. 

(2). The iron may be pickled in a bath of one part of sul- 
phuric acid to 109 of water; or washed witk a solution of 
§ parts of acid in 100 of water; after which well scraped 
with wire brushes, and rewashed'with lime water. Acid is 


only allowable where it can be thoroughly neutral.zed with 
lime water. 

Steel.—Recent English experiments on steel (using a gal- 
vanometer) give evidence that the ‘ pitting” of steel is 
partly due to the galvanic action between the black scale 
and the body of the steel. 

I have not seen the records of the original investigation. 
but Mr. White, of the Admuralty office (Journal of the Iron 
and Steel Institute, 1881): 

“That was not a speculative belief, but a_ belief 
based upon experience and many careful experiment 
made under water in Portsmouth barbor. The trials 
were made with the greatest care under the mos! 
varied conditions, aud the results made it as certain a> 
ove wou d be certain about anything that the black oxide, 
if left on portions of steel places, would c.use pitting o: 
the bared surface of the plates. Active galvanic action 
could he traced with the galvanometer on the parts of the 
plates from whicit the scale had peen removed. There wa 
ul the difference in the world between corrosion and pitting 


* 


* * * as the Admiralty exoeriments proved. Mr. Parker 
had show 1 that there m.gbt be practically no corrosion on 
clean surfaces (steel) during very long periods, but if a bole 
was formed in the plate by pitting, it became a serious mat 
ter. Iu the Royal Navy they were trying to get rid of the 
blick oxide by means of pickling before being worked: 
* * * plates were also being dealt with by a * * * 
process which had not been perfected. * * * In the 
private trade, where ships were built in the open air and ex- 
posed to the weather, he believed there was Jess difficulty in 
getting rid of this scile than in the case of the Admiralty 
ships which were built under cover. The danger was that 
they might bave some local part to which the scale «dherea 
after all care had been taken. Inthe case of the Iris and 
the Mercury, great cire bad been taken * *, but when the 
Iris had been on service in the Mediterranean a few months, 
it was found that the effects of the scale were visi»le. 


In the paper referred to by Mr. White, Mr. Parker says: 


‘* We have, at the present time, 1,100 mariue steel boiler: 
running, * * and the accounts I have received down 
to the latest go to show that steel boil-rs behave in respect 
to corrosion about as well as iron boilers Greater irregu- 
larity in the corrosion of the steel is reported, and I am in- 
clined to the belief that this is due even toa greater exteni 
than iu my experiments to the unequal action of the scale, 
and if it should be found necessary to remove the scale, the 
difficulties in the way would not be great, and much irregu- 
larity and pitting wouid doubtless be remuved.” 

Priming Tron.—Having rid the iron of all but fast-hard 
rust, the question of a priming arises, Nothing can be done 
by any paint except water-proofing. Paint can have no in. 
fluence on iron except to rust it by acids, or else to keep its 
surface free of water. The chi-f thing isto get the water- 
proofer to stick, (1) On smooth iron surfaces, ol loses it- 
soft, not-drying acids and dries up: on rougher surfaces, it 
holds to iron quite as well as to wood, but (2) on all surfaces 
with black scale, the scale may leave the iron and carry the 
paint with it. Besides, there are only two other difficulties 
in painting iron, (3). The rust may spread under the pain 
from any point. (4.) The paint which will stick to the iron 
best will most readily crack or open the coats above it * 

Taking up the last difficulty (4) first, we find that cracking 
of paint on iron and the wrinkling and rcughing up of paint 
come miioly from too thick acoat. Nothing will stick t 
iron better toaan bo:led oil, because it is (a) sticky, (¢) so ¢ 
underneath when dry, (d) elastic, so that it holds togeth r 
well. The objection to it, however, is that it is too thick— 
it leaves so tnick a covering that it wrinkles and may crack 
any over coat. 

Painting Cust Iron.—Cast iron usually has such a rough 
surface and so many pores that there is no great difficulty 
in making paint stick to it, if the rust does not get planted 
underneath. When such an accident occurs the only 
remedy is to scrape off tne paint and rust at that point, and 
repaint the spot. 

It seems to the writer that it is for waut of this distinc 
tion between the con ition of the surfaces of irons (cast and 
wrought iron) that there is some confusion of views abou' 
methods of protecting them. Both have this. difficulty, 
which no paint of any kind can overcome, that the rus 
spreads from any point under the paint. On both (exposed 
to the sun) the hot iron and the sun combined drive off the 
vot-drying oil acids which keep the dry paint soft: the 
paint layer becomes hard and brittle. 

Here, however, the two surfaces differ. The cast iron hasa 
rough surface, and if promptiy and properly painted is not in- 
clined toscale. The scaling of the black oxide from the wrought 
iron carries the paint with it. Wrought iron needs a paint 
aard andelastic, which will hold itself together even if points 
of scale gives away underneath it: hence, the value of red 
lead on wrought iron; while on cast iron, other paints, iron 
oxides for example, will serve quite as well. The following 
experiment was made under the auspices of the Dutch State 
Rui.roads, 

Iron plates were prepared for painting, as follows : 

Sixteen plates (Nos. 1 to 16), pickled in acid (nydrochloric), 
then neutralized with lime (slaked), rinsed in hot water, and 
while warm rubbed with oil. 

Sixteen plates (Nos. 17 to 32), were cleared of scale (so far 
as itc uld be removed) by brushing and scraping. Four 
plates from each set were then painted alike, fur example, 
Nos. 1 to 4 and 17 to 20, with coal tar; Nos. 5 to 9 and 20 
to 24 with iron oxide A; Nos. 10 to13 and 24 to £8 with 











* These are the chief difficulties, but Dr. Widerhold maintains 
after a con~ider ble study of iro: surfaces that there is another 
o e, which he apvarently regards as the principal ore. He claims 
that unl. ssthe ,;rim ng color dries quickly, or if turp vtine is 
used, the cooling of the iron (as at night or by the rapid evanora 
tion of the turpen ine) causes a deposit of dew like moisture upon 
the paint This moisture forms an “ emulsion” with the paint. 
and it doe~ not dry into a ho nogeneous mass. His idea seems to 
be that paint dr. iuz under the influence of water on its surface, 
leaves little holes tothe iron, crelse that it more easily peels. I 
am unable to give the value of this result, but do not, myself 
have any ereat confidence i, it, but give it as the conclusion o 
one who claims tu have made a stu 'y of the sutject. i have not 
observe ; the rings \c.used by drups of rain on iresh paint) to be 
centres of rusting. 








iron oxide B; and Nos, 14 to 16 and 28 to 82 with red 
lead. 

They were then exposed for three years, with the follow- 
ing results: 


Paint, . On scrubbed plates, On pickled plates, 
Coal tar.........Quite gone. Inferior to the 
others, 


fron oxide A*.....Inferior to other two, Ho'ds well, 
“6B .,... Superior to A; inferior si $6 
to red lead. 
Red lead.........Equally well on both, and superior to all. 

It is seldom that we can obtain so clear a record covering 
30 long a period as this; but how shali we explain it, wrat 
in other words are the differences between the surfaces and 
setween the paints ? Pickiing takes off quite ull of the black 
»x de; scrubbing does not. Red lead unites with vil to form a 
nard oxy-linseed-oil-acid soap—a_ harder soap tnan given by 
my other combination. Says Mulder of boiled oil and iron 
»xide, bviled oil and lithargs, boiled oil and ziac white, 
and boiled oil and red lead; ‘* The leed when dry con\ained 
she largest amount of oxy-linseed-oil-acid lead, and was 
harder than the others.” 

It seems to me, therefore, that the best interpretation of the 
facis is the simplest, namely, the difference in the plates is 
the scaling off of the black oxide on the scrubbed plates; the 
difference in the paints, that the red lead did not give way 
when this sealing occurred, because it is a hard, elastic layer 

f paint, which holds itself together by its own cohesion. 

Further Testimony.—This result in the above experiment 
was not, however, exceptional. The testimony to red lead 
s almost universal. 

Prof. Henry L, Colton writes to the Scientific American 
that after three years’ experience, witb unlimited resources 
for experiment at his disposal, he fiads nothing equal to red 
lead for ship iron, 

An instance comes from England of pump rods, in a well 
200 ft, deep, which had stood 45 ) ears painted with red lead. 
At the expiration of that time their weight was found to be 
precisely the same as when new—no luss by rust. 

Nearly every country of the world can furnish testimony 
of the same kind ; but some people must have a thing hap- 
pen in their own back yard with nobody by to make an 
exact record, or else, “ it’s all theory,” 

Disadvantages of Red Lead.—Red lead is adulterated 
with brick dust and other substances, and in this way bas 
lost, perhaps, some of its good reputation.+ Its value is that 
it unites with the oil, giving up at the same time a part of 
its oxygen. No other substance which does not unite with 
oil can replace it, Its value is its effect on the oil acids. 
Partly on account of this effect, it is said at times to blis*er 
nadly. Spon says that should chemical action commence, 
red lead biisters, and is reduced to metallic powder, This is 
possible,} and it is also probable that rea lead under great 
aeat will blister sooner than iron oxide paint: and part of . 

he reason is plain: itis moreelastic. Elasticity in paint, as 
we shall show in another article, comes from the not-dried- 
up oil acids. 

Red lead hs also been accused of forming a battery with 
ron, and rusting the iron faster by unlinking the oxygen in 
water (see last article). 

No evidence within my knowlege as to the effects of dried 
red lead paint upon iron has appeared except as to the 
effects upon two vessels, and on these below their water 
line. The paint on the hulls of the ships *‘ William Fair- 
oairv’’ and ‘‘Guienne,” painted with 1ed lead, was found 
under the water line) blistered, and in these blisters were 
metallic lead and chloride of iron from the effects of the 
battery made by the lead and iron on the sea water, 

But Jouvin, who reports the case of the “* Guienne,” says 
chat above the reach of the sea water wherever the red lead 
vas in good condition it bad done no injury, In fact, we 
cannot be sure that even in this case ali the trouble may 
not have come from painting the vessel while wet. Our 
zovernment vessels are painted with red lead and zinc; but 

he favorite paint for ships’ bottoms ia the merchant marine 
is, I believe, red lead alone. Red lead gives with zinc a 
very hard paint. Red lead softens tin, and has been 
accused of eating Loles in it; this is not probable, It should 
10t, however, perhaps be used on tin, Tbe tin of a cup 
containing red lead paint can be easily scraped with a 
knife, its surface coming off in thin ‘* shavings.” 

Finaily the color of red lead is not durable, especially not 
with white lead. Under the action of tbe sun it becomes 
less orange; and mixed with otber tints or under the in- 
fluence of sulphur gas its color is fugitive. 

(TO BE CONTINUED.) 





“THE SCRAP HEAP, 


Off the Track and On Again. 

Between midnight and 1 o’clock on the morning of Sept. 
13, as a through freighc train on the New York & New Eng- 
laud road was passing east through Bristel, Conn.. the 
caboose jumped the track and the conductor, 8. C. Hoffman, 
was thrown from the platform under-the wheels and killed. 
Toe joiting of the caboose put out the lights, and the engi- 
neer, supposing that the train had broken in two, put on 
steam, to keep out of the way of the cars which he thought 
were detached, the train being then on a down grade. In 
this way the caboose was dragged for half a mile over the 
ties until it reached a roadcrossing, where it jumped back on 
the track again. The train ran a quarter of a mile further 
before it stopped. It is said that the speed at which the 





* From an analysis of this paint by Mulder, it is probable that it 
contained mere ciay than the other. 5 

+ In Europe it is also adulterated with coleotha (English red), 
made from refuse iron in the manufacture of sulphuric acid, and 
therefore quite certainly contains sulphuric acid, which would of 
course be very injurious to the painted iron. om 

A master ship painter of very large exprience tells me t 

bisstering does 4, take aap unless the vessel is painted while 
wet, or its iron more or less covered by scale. 
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—— was hauied over the ties was about 15 miles an 
our, 


Provision For Accidents. 

The Pennsylvania Railroad Co. is supplying all its trains 
with appliances to be used in cases of personal injury from 
accidents on the line of the road. |The box which the com- 
pany has decided on as the best for this purpose is of tin, about 
8 in. in length, 4 in width and 2 in height, and is to be fitted 
intoachest on the tender. They were designed by sur- 
geons of the company. On the cover is the following: 

PENNSYLVANIA RAILROAD. 
Medical Box. 
To be kept on each locomotive, and used in case of acci- 


dent only. 
Outfit. 

1 rubber compress, 1 package of absorbent cotton, 6 
rolls of bandages, 1 pyramid of pins. 

This outfit must always be kept up, and when anything is 
needed requisition should be made at once. 

Directions. 

When an arm or leg is crushed, causing hemorrhage, pass 
compress around limb immediately above the injured part. 
In case of rupture, if a vein, tying it lightly until arrival 
of surgeon. 

The rupture of an artery can be distinguished by the 
color of the blood, which is red and spurts out, while a vein 
has black blocd and flows continuously. 

For wounds on the head or face apply absorbent cotton 
and bind with a bandage. 


Why She Asked Again. 


*“Won’t you please te)l me where the Closter train is?” 
asked a petite, handsome woman of a Hackensack man in the 
Jersey City depot of the New York, Lake Erie & Western 
Railway yesterday afternoon. 

‘* You meau the Carlstadt train ¢” he gallantly suggested. 

“No, sir: that’s what they all tell me. What I want is the 
train tor Closter—C-l-o-s-t-e-r,” she smilingly said. ‘* Can 
you tell me where it 1s ?” 

“T can’t say exactly, but »—— 

Just here a big, burly, blue-coated official stepped up and, 
with a pompous air, exclaimed: 

‘“T’ve told you four times where that train was! ” 

“Very true, sir,” replied the polite little lady; ‘ but you 
told me different every time.” 

The official wilted and shuffled off in despair, while the 
lady found the train.—Hackensack Republican. 

An Exhibition Car. 

The exbibition car of the Northern Pacitic Raiiroad ar- 
rived Sept. 22 at Hannibal, Mo., from Burlington, la., and 
was visited by au large number of people. The car contains 
about 900 samples of products of the countey from Duluth 
to Portland, Oregon, along the Northern Pacific road, 
through Minnesota, Montana, Dakota, Oregon, and Wash 
ington, and also a collection of vegetables, precious stones, 
photographs of scenes, heads of buffaloes and antelopes, ete. 

he ear will go from Hannibal to Galesburg, thence to 
Peoria, where it will be exhibited at the [ilinois State Fair, 
end from there East to all principal cities, returning via 
Louisville, Ky. 

News Ageuts. 

Mr. James McCrea, Manager of the Pittsburgh, Cincin- 
nati & St. Louis road earns the gratitude of the public by 
issuing the following, which, it is to be hoped, will be copied 
—and enforced—by managers of other roads : 

RULES FOR THE GOVERNMENT OF NEWS AGENTS. 

‘* Until otherwise ordered, the news agents upon the trains 
of this company will be governed by the following rules, 
and conductors of trains are hereby informed that they will 
be held personally responsible for the carryiag out of these 
instructions : 

‘* First—News agents must be neat and clean in their per- 
son and dress, polite to passengers and others with whom they 
come in contact, and in all manner of deportment. While on 
duty on the train, they will be subject to the discipline of 
the conductor thereof. Only one news agent will be allowed 
on each train. 

‘** Second—Whils solicit ng sales they shall not be permit- 
ted to individually importuue or annoy passengers, but may 
announce, in a moderate tone of voice, at intervals, not ex- 
ceeding four times in each car, the articles offered for sale. 

‘*Third—They shall not be permitted to deposit their 
papers, books, etc., on the seats of cars or in the laps of pas- 
sengers, 

‘** Fourth—They shall not carry with them more than ore 
trunk, which must be placed onthe trainin the baggage 
ear or such other location as may be designated by the cvn- 
ductor, not less than 10 minutes before the departure of the 
train, and must not be removed from its assigned position 
on the train at the end of its run until after the passengers 
have alighted from t:e cars, 

* Fifth—Conductors of through trains will not permit 
news ageuts to pass through the sleeping cars oftener than 
once eyery hour, and never when the berths are down, or 
passe gers out for meals. 

‘* Sixth—No preference shall be given or influence exerted 
in benalf of or against any newspaper, but an effort shall be 
made to furnish such as are called for in proportion to the 
demand for each.” 





ANNUAL REPORTS. 
The following is an index to the aunual reportsof railroad 


companies which have been reviewed in previcus numbers 
of the present volume of the Railroad Gazette: 


Page. Page. 
Alabama Great Southern.......195 Massachusetts Minor R. Rs..... S15 
Alabama M nor Railroads 41 Memphis & Charleston......... 49% 
Allegheny Valley...... Mexic:n Central .. ......<..+.. 217 
Atchis n. Topeka & S Michigan Central........... 287, 295 
Atlanta & West Point Mil., Lake Shore & Western. ...403 
Baltimore & Potomac Minnesota R. R. Commissioner 54 
Bangor & Pisvataqui Mississippi & Tennessee son ee 































B»ston, Concord & Mo: Missouri Pacific . 190 
Boston & Lowell ...... x 4) Mobile & Girard.. -483 
Baff , Pittsburgh & Western .. Mobile & Ohio =A 4198 
RBur., Cedar Rapids & No........345 Montpelier & Wells Ri: e -420 
Cairo & St RAB. cocerse 599 Natchez, Jackson & Col «+. LOL 
C mden & Atlantic. .-4 3 New Haven & Northampton... 190 
Cin:daSouthern..... ........ 269 New Lor don Northern......... 345 
C madian Gow rnm't R'r ads..1’6 N. Y., Lake Erie & Western..... 95 
Cape Fear & Yadkin Valley. ...324 N. Y..N. Haven ¢ Hartford..... 6 
Centrullowa -.142, 340 N. Y., Ontario & Western....... 96 
Central, of New Jersey -<6t N. Y., Pennsylvania & Ohio....190 
Central Pacific. ... ...........066 217 N. Y., 4? & West ...206 
Charlotte, Coi.& Augusta.. .. 23 Norfolk & Western 55 
Chesapeake & Ohio ... ....157,189 Northeastern (S. C.)...... 
Ches»peake & Ohio Canal...... 420 Northern Central... ........... 5 
CHOBITS... cae. ccs cn aes +24 Northern (New Hampshire)....344 
Chicago & Alton... .......-.cce0ss 141 Ogdensb’g & |. Champlain... ...286 
Chicago, Bur. & 


Quincy ....217,223 O io Central.............e...0. 569 
Chicago, Mi, & St. Paul.175.286,296 Ohi Agee = 
Chicago & Northwestern..4¢ ,497 Oregon & California 
Chicago, R’k I'd & Pacific..310, 420 Oregon Ry. & Navigation Co. 














aaa 86 

Chicago. st P..Minn. &6m.19 1,279 poogae & Transcontinental Co 516 
Cin , Hamilton & Dayton....... 37) Pacific Mail Steamship Co...... qv 
Sa. tee. et soe. eter nw SE Pete ee 
n.. New Orleans &Te*, Pac 7 nusylvania Company........ £63 
Cleve,, Col, Cin, & Indianapo..245 beamerivanie &N. — -. 100 
vleve . Tuscarawas Vy. & -- 190 Pennsylvania Railroad 157 
pn tenn = king V ie. ‘éteis = js =o & Atlantic -246 

olumbus, Hoe! y. ‘ol. .2 nsacola & Perdido 82 

GQOMMGDD. vsavnnccigsnsnacsseniahs 339 Perkiomen ........ wes at 








Conn. & Passumpsic Rivers 
Connecticut River.. 
Consolidation Coal 
Cumberland Valle 


¥O Petersburg............. 
Philadelphia & Readi 
Philadelphia, Wil. & Ba 
Pittsburgh & Castle Shannon..142 
Pittsburgh, Cincinnati & St. L <4 






















Delaware & Hudson Canal, , Pittsburgh& Lake Erie . ..... 2 
Delaware, Lacka. & West...... 71 P rtland & Ogdensburg......... 96 
Del., Lack. & W. Leased Lines.240 Portland & Rochester.......... 126 
Delaware Western ............. 41 Providence & Worcester .. 246 
Denver & Rio Grande....... 71,314 Pullman’s Palace Car Co... Ard 
Des Moines & Ft. Dodge....... 101 Queen Anne’s & Kent.. ..... B88 
Detroit, Grand Haven & Mil...494 Richmond, Fred. & Potomac ...216 
Detroit, Lansing & No.......... 466 Rochester & Pittsburgh 6 
Eastern R. R. Association......281 Ruby Hill............cccesssseee-9% 
Eureka & Palisade........... 7) ') eee 84 
ne scnchenan seas 4) St. Johnsbury & Lake Champ. 


Flint & Pere Marquette...... 
Galveston, Har. & San Ant’o 
a Pr eee 
Grand Rapids & Indiana..... 
CE SEU. oc acevnccccessece 
Great Western.... .......... 


523 St. L., Alton & Terre Haute... 
466 St. Louis & San Francisco. 41 
340 St. L.. Vandalia & verre Haute.484 
¢ St. Paul & Duluth.......-. eA 
St. Paul, Minn. & Manitoba....564 
ee SS aero 190 












Hannibal & St. Joseph... . . Savannah, Florida & West.... .2!17 
Han. J'n., Hanover & Gettysb’g.324 South Carolina................ .189 
aaa ee 195 South Carolina Minor R’rds 7 
Houston, East & West Texas...19) Southern Pacific ........... 450 
possqon & Texas Central...... ce ae ese 386 
funtingdon & B’d. Top Mt.... Terre Haute & Indianapolis....483 
Illinois Central............ 98. Terre Haute & Logansport..... 4x4 
Indiana, Bloom. & West ....... 4:2 Texas & Pacific..................569 
Indianapolis & St. Louis........2 Troy & Greenfield......... . Ww 
Iowa Minor Railroads....... 71 Union Pacific .. ......... ATH 
Junction & Breakwater .... ...316 United New Jersey..... ...449 
Kan. City, Ft. Scott & Gulf.....319 U.S. Rolling Stock Co Av 


Kan. City, Lawrence & So.Kan.488 Utica & Black River. 
Kentucky Central .195 Vermont Valley...... 
Knox & Lincoln . Vicksburg & Meridian 
Lake Shore & Mich. So .. Virginia Midland....... 
Lehigh Coal & Navigatio Virginia & Truckee.. 

Lehigh Valley. ee Wabash, St L. & Pacific. 
Litcle Rock & Western Maryland 















Long Island............ ... 7L Western R. R. Association..... 2 
Louisville, Cin. & Lexington... 54 Wilmington & Northern. .......436 
Louisville & Nashville....... -.. 450 Worcester & Nashua .....- -_ 65 
Louisville. New Alb. & Chi......142 Wisconsin Central........ seueee 
Manchester & Lawrence........540 


Northern Pacific. 


On Sept. 5, 1882, the completed lines of this company 
were as follows : 


Eastern Division, Main Line: Miles. 
Superior City, Wis.. to end of track in Montana.......9069.0 
Thomson Junction to Duluth. Minn. (one-half owned).. 24.0 
Brainerd, Minn., to Sauk Rapids (controlled)......... 30.5 
Sauk Rapids to St. Paul (leased) ..................e0eee TA 

—— 1,069 


Western Division, Main Line : 


New Tacoma, Wash. Ter., to Kalama ......... . 5° in 
New Tacoma to Wilkeson ; dca ini 5. 
Wallula Junction, Wash, Ter., t> Thompson Falls, Mon. 325 
— 460 
Eastern Division, branches : 
Wadena, Minn., to Breckenridge and Pelican Rapids.... S80 
Little Falls, Minn., to Morris........ ......... ..6. ena! Oe 
Casselton, Dak., north ....... Senet $2ks haces sce 43 
i Cir ONE a. bdo.pbea bniecenie Obaes6s+ Sexae® 35 
RN OR aang Sauces @adnon sams cosedcsions 40 
—— 285 
RIN ho ox tne aki va mmoreaitinas Mises ce tea aadiiins .. 1,814 


track in Montana to Thompson Falls. 

The average mileage worked for the year ending June 30, 
1882, which is covered by the report, was 797 miles, against 
584 miles in the previous year. 

The equipment on June 30 consisted of 158 locomotives; 
32 passenger, 7 sleeping, 1 dining. 29 baggage. mail and ex- 
press cars; 1,734 box, 459 stock, 1 powder, 197 coal, 2,265 
flat and 72 caboose vars; 1 pay, 5 business and 1 cunstruc- 
tion passenger car; 10 pile drivers, 1 accommodation and 
838 boarding cars. Additions during the year were 54 loco- 
motives; 40 passenger train cars; 2,065 treight cars and 18 
service cars, There were 64 additional engines contracted 
for and under construction. 

The condensed balance sheet was as follows: 

LIABILITIES. 
Capital stock; 

RNIN shane Da conewentaceed $49,000,000,00 

Preferred stock.. .$51,000,000.00 

Less canceled , 

9,090,867,80 


y 
land sales........ 
ee 41,909,132.20 
F unded debt: ——_ —_—- 
Missouri Division 
bonds and cer- 
tificates.. ....... $2,500,000.00 
Less canceled by 
76,100.00 


land sales........ . 
——_———-- $2,423,900.00 
Pend d’Oreille Div. 
bends and cer- 
tificates ......... $4,500,000.00 
Less canceled by 
land sales........ 


$90,909 152.20 


938,400.00 





3,561,600.00 
General first-mort- 

gage gold bonds. $20,000,0C0.00 
Undelivered... .... 1,369,000.60 








18,631,000.00 
————_ 24,616, 500.00 
Accounts payable and advances on general first- 


MOOTIDRTS POMGS «00.20 ciess coccecciencccesseenes 7,051 551.74 
Suspense account..........-... RE en 59,410.68 
Interest on funded debt: amt. due...... $7,203.22 

De Sr errr ee 4,473.52 





— 661,676.74 
Net proceeds of land sales, in preferred stock, 
bonds and cash.... ....... o3 kag hemin ayaa als 10,432,643.24 


EME GED | cece) © sccuneccssaweee 00 cannes 3,258,483.99 
RRs ac vsxntsdse Anehakeciabe wes ..e. «+.$136,989,348.60 


ASSETS. 


5 RS ey $127,411,622.24 
General supplies, iacluding construction ma- 


BEE a ccnes nkerebied Staeceaehes s ahiieneesbakeee 4,259,059.89 
Northern Pacific stock and other investments..... 2,236,235.10 
ROE DROUIN 6 icc nes cceesicseece ecivesscdce 740,922.16 


Cash in hands of Treasurer..... as tgos-evenecsscecs 
Cash in hands of Trustees, derived from sales of 
land, for retirement of bonds... 


2,.299,001.33 
42,557.88 
| ER ER ETON eRe TS $136,989,398.60 


The traffic for the year of the Eastern divisions only, the 
Pacific Division not inciuded, was as follows: 





1881-82. 1889-81. Inc. or Dec. P.c. 
Passengers carricd... 297,680 152,914 I. 144,766 94.7 
Passenger-miles...... 34,324 15,246,569 I. 19,082,449 125.2 
Tons freight carried. 335,07: 390,896 f. 264,179 67.6 
eS eee 181,851,537 94,693,975 1. 87,157,562 92.0 


Av. receipt : 

Per pass.-mile........ 3.3 3.91cts. D. O.58ct. 14.8 
Per ton-mile.......... 2.01 *“ nae 6 6.9 

The average freight haul was 277.60 miles. Of the tons 
carried 74.07 per cent. were west-bound freight, and 25.93 
per cent. east-bound. The average passenger journey last 
year was 115.30 miles, Of the passengers carried 54.9 per 
cent, were bound west, and 45.1 per cent, eastward. 

The total number of passengers arriving at and departing 
from terminal points (St. Paul, Minneapolis, Duluth and 
Superior) was 106,886, an increase of 71,644 or 203.3 per 
cent. 

The increase of traffic during the year has come from the 
settlement of the country on the line, from the extension of 
the road into the grazing region of Montana, and from the 
development of the coal region on the Pacific Division. 
Aside from the settlement growth of the country, new traffic 





this year is expected from further developments of the coal 
regions, from the older Montana settlements which will soon 
be reached, from the shipments of lumber from the forest 
region in Washington Territory, and from the mineral 
regions about Lake Pend d’Oreille and in the Coeur d’Alene 
country. 

The earnings for the year were as follows: 























1881-82. 1880-81. Increase. P.c. 

Passengers ............ $1,302,261 $668,621 $633,640 94.7 
2. Se 3,909,423 2,207,299 1,702.14 77.1 

SRE Serre 52,307 37,860 14,447 38.1 
PRMD i sev ciclo ase tse 149,293 76,319 72,97: 95.6 
Miscellaneous . ..... 17,022 4,420 12,602 285.1 

| OS ee $5,430,306 $2,435,787 81.4 
Working exps......... 3,257,729 1,462,175 81.4 
Rents and taxes....... 315,112 85,276 37.1 

WU Ks Liede 45<sien $3,572,847 $1,547,451 76.4 
Net earnings.......... $1,857,465 $888.336 91.7 
Gross earn. per mile.. 6,319 1.596 33.8 
Net * a 3 2,488 884 55.2 
Per cent.working exps. 60.00 $Restens ewenes 
Per cent, all exps..... COCO TE: ccvessasias -<stwes 





The expenditure for improvements and betterments of 
the old lines, not including construction of new lines, was 
$1,185,944.70, the chief items being for steel rails, new 
shops at Brainerd, other buildings and grounds, new sidings 
and terminal improvements at St. Paul. 

The amount expended for construction of new road during 
the year was $15,044,712 75, and for new equipment 
$2,138,956.26, a total of $17,183,669.01 for extensions of 
the property. 

The general income and revenue account is as follows: 


Cash balance, July 1, 1881.............+...- ....+--$11,567,944,33 
ODL CSi banca! ahawen. can saepanng $5,430,305,56 
DME DOVRIIMIEME .... 5. cc ccccveccsdenes 1,4 6,461.87 
PR eid vee sanickuvns cacmapea ach 47,212 16 








- — 6,903,979.59 

Proceeds of bonds.....................$3.524,500.00 

PROIOTTOR SHOCK BOM. cncis son scnsecs 1, 157,586.65 

Surplus earning-, advances on gen- 
eral mortgage bonds, and outstand- 
ing pay-ro}l checks..... Sa vaecs 7,480,216.47 

——_— —_—__ 12, 162,303.12 


RAI sin sat. pdhisd Sain dohe ~alpabie ng nate blades . ».$30,634,227.04 
Operating expenses................... $3,257,728 56 
Interest and rentals.............. . 1,043,869.93 
Eta ye sabins sacacee ow s4eagenss 113,275.13 


Land Department expenses and bal- 
ance applicable to cancelation pre- 
ferred stock and bonds ............. 

Preferred stock and bonds canceled. . ¢ 

Construction..... CER ee 14,488,657.40 

New equipment.......... veseseees 2,128,956 26 

Improvements and betterments...... 1,185,944 70 

Material not yet in track.... .... ..». 3,499,114.48 

Advance for Minneapolis depot 
grounds. . 


703,177.94 


6.75 







265,322.40 
27,5 94,303.55 


Balance and accouuts receivable.............. $3,039,923.49 
From the report of Col. Chas. B. Lamborn, Land Com- 
missioner, it appears that the total sales of lands and 
town lots by the company during the year were as follows : 
Eastern District : 
Acres sold, 2#7,455.76, tor 
Town lots sold, for . 





Montana District : 
IIE. THs cca) cre siceisicgasceuasip acts 621.43 
Pacific District : 
Acres sold, 177,513.95, for. 
Town lots sold, for......... 


$474,730.20 
25,062.98 








499,793.18 





Total sales, 465,208.72 acres and town lots, 
Pils <csca sence cD eOkAGaauaine wan untae Ree $1,709,338.05 

There was a decrease in the sales in the Eastern District, 
but a large increase in the number of purchasers. The actual 
settlement on the company’s lands was greater than in any 
previous year. 

A Bureau of Immigration and Information bas been estab- 
lished, and advertising and other means employed to draw 
attention and attract settler’s to the company’s lands. 

The Transcontinental Survey has been organized under 
the direction of Prof. R. Pumpelly, for the purpose of 
making a thorough examination of the company’s lands and 
region tributary to its lines, and ascertaining the mineral 
resources of the country and its capabilities of production, 
whetber as an agricultural region, as grazing country, or for 
timber. 

The net earnings of the express business, conducted by the 
company, increased very nearly 100 per cent. — 

The telegraph lines now include 1,512 miles of wire. 
These lines are built and operated for this company by the 
Western Union Telegraph Company. 

A contract has been made with Pullman’s Palace Car 
Company, under which the sleeping and hotel cars run over 
the line will be the joint property of the two companies. 
The Pullman Company has taken the cars owned by this 
company, paying half their value, and will put on new cars 
as fast as needed. 

Coal of good quality bas been discovered near Bozeman, 
Montana, and some 30 miles from Billings, which will solve 
the question of the fuel supply of the line. P 

The report goes at much lergth into the question of the 
claims of the preferred stock and the reasons for the scrip 
dividend of 11.1 per cent. recently declared to represent. 
surplus earnings used in construction. 

FINANCES. 

The report of President Villard says: ‘‘ The operations of 
the treasury of the company during the fiscal year are fully 
set forth in the general balance and the income and revenue 
accounts, showing receipts and disbursements, appended to 
this report. 

‘The cash on hand at the commencement of the fiscal year 
was $11,567.944.33, and the receipts from sales of bonds 
and preferred stock amounted to $4,682,086.65; the expen- 
ditures of construction funds during the same period aggre- 
gated $21,577,995.24, an amount largely in excess of the 
resources of the company. 

“The additional finished mileage of 275 miles, just in- 
spected and approved by the United States government 
commissioners, insures an immediate reimbursement to the 
treasury of a large amount on construction account. But 
even this will still leave the requirements largely in excess 
of resources, which excess will again steadily increase until 
the next issue of bonds. Hence it appears that even if more 
prompt inspection had been practicable—which it was not— 
the supply of money from the sale of bonds under the terms 
of the contract with the Syndicate would not have avoided 
the necessity for large additional funds as working capital. 

* The cause of this necessity is very clear. When the con- 
tract with the Syndicate was entered into, it was practically 
impossible, owing to the incompleteness of the labors of the 
engineers, to make accurate calculations as to the period of 
time and the current supplies of money required for the vast 
work of building nearly one thousand miles of new, and, in 
great part, very difficult road, mostly through unsettled 
regions destitute of construction facilities. Financial 
arrangements were made in the light of the best information 
then extant, which, however, proved deceptive. It soon be 
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came apparent that, in order to work without great waste 
of time and loss of money, it was indispensable, in the first 

lace, to build simultaneously from both ends of the main 

ine, and, secondly, to begin at once all the heavy work 
upon its entire length. This involved the shipment of 
millions of dollars’ worth of track material, motive power 
and rolling stock to the Pacific coast many months before 
their a@tual tise on the road; and on the line east of the 

tocky Mountains very large expenditures of cash a long 
time before the works resulting from them could become 
parts of finished road. 

‘Thus there came calls upon the treasury far in excess of 
the proceeds of bonds received from the Syndicate, and of 
net earnings; and what added to the embarrassment of the 
situation was the im ibility of issuing bonds and deliver- 
ing them to the Syndicate, except upon the mileage of com- 
pleted read approved by the government, owing to a prc- 
vision of the mortgage under the requirements of the plan 
of reorganization. But, thanks to the assistance of the 
Syndicate and the Oregon & Transcontinental Company, 
tie treasury was always prepared to meet all demands with- 
out ever borrowing in the open market. And the manage- 
ment can now point to the fact that it has finished 275 miles 
or road, graded 150 additional, bought and paid for suffi- 
cient rails for the entire gap between the two ends of the 
main line, and made, besides, the current disbursements for 
motive power, rolling stock, the Bismarck bridge, the great 
Bozeman and Helena tunnels, and other heavier portions of 
the work, without delivering a single bond to the Syndicate 
from December last till Sept. 19. 

_“* The necessity of employing a large capital in construc- 
tion in advance of receipts from the successive deliveries of 
bonds will continue during the greater part of the current 
fiscal] year. But construction has already progressed so far 
that the culminating point, as regards the required workir-y 
capital, has been reached, and passed. Moreover, whatever 
the demands upon the treasury may be in this connection, i 
am in a position to say that arrangements are perfected to 
meet each and every one of them. I feel justified even in 
going so far as to say that the uninterrupted progress of 
construction till the completion of the main line is assured 
beyond all contingency. 

** The Syndicate promptly exercised the option expiring 
on July 1, 1882, to take $5,000,000 of general first- 
mortgage bonds, in addition to the $20,000,000 previously 
called. But the company not being then prepared to deliver 
them, owing to non-inspection of finished road, the option 
was extended in accordance with the contract until the date 
above mentioned, when, in virtue of the inspection and 
acceptance by the Government of two hundred additional 
miles of road, $5,000,000 of these bonds were delivered to 
the Syndicate. 

The General first mortgage bonds have quickly become 
a favorite security with, and are firmly held by, conserva- 
tive investors at home and abroad. 


THE OREGON & TRANSCONTINENTAL CO. 


‘* You are fully informed of the objects of this company 
by the circular of May 31st, 1882. ‘lhe record of the past 
year furnishes abundant proof that the creation of this 
powerful auxiliary corporation not only met an urgent and 
immediate want of our company, but was brought about 
just in time to prevent serious embarrassments from variou- 
sources. Itis not too much to say, indeed, that the organ- 
ization of the Oregon & Transcontinental Company gives 
absoiute assurance, both of the completion of the Northern 
Pacific at the earliest practicable moment as a transconti- 
nental line, and of its certain and unexampled success as 
such. 

In the first place, the Oregon & Transcontinental Com- 
pany, as the largest stockholder in the Northern Pacific, has 
extended, and will always be ready to extend, to the latter 
the direct and strong support of its capital of $30,000,000 
The great value of this support may be measured by the 
fact that our company was able to push construction stead- 
ily throughout the vear, without having to halt fora mo- 
ment, and fully to maintain its credit, notwithstanding the 
disturbances of the financial markets and the proceedings 
in Congress mentioned elsewhere in these pages. Next, the 
assurance of the unexampled success of the Northern Pa- 
cific as a finished line lies in the control, through the Oregon 
& Transcontinental Company, of the vast traffic of the 
comprehensive system of railroad, ocean and river lines 
already developed in Oregon and Washington Territory. 
‘The importance of this control will be understood from the 
extent of this tributary system. It covers twelve hundred 
miles of railroad, draining all the settled portions of the 
valleys of the Columbia east of the Cascade Range, and of 
its principal tributa: ies, the Willamette and Snake rivers, 
and including a rail connection with San Francisco. It em- 
braces, further, the navigation of those three rivers, as well 
as of Puget Sound, carriedon by 30 steamboats, and, like- 
wise, the whole of the coastwise trade along the North Pa- 
cific coast, from the northern boundary of Mexico to 
Alaska, carried on by 26 ocean steamers. Itis estimated 
that the traffic which will flow from these several sources 
into the main artery of the Northern Pacific upon its com- 
pletion will add at ounce fuliy $6,000,000 gross to its 
earnings. 

‘Again another inestimable advantage assuring to the 
Northern Pacific an unlimited development of local traffic: 
The protection of its general traffic from competition, and a 
great enhancement in the value of its land grant, lies in the 
construction, by the Oregon & Transcontinental Company 
of a well-ordered system of branch lines whenever and 
wherever wanted, in Minnesota, Dakota, Montana, Oregon 
Idabo or Washington. It is well known that the growth o: 
all the great western railroad corporations is in the largest 
measure due to the gradual construction of systems of 


\tributary lines. But all these comp wie; succeeded in pro- 


viding themselves with such local systems only through the 
-efforts, sacrifices and embarrassm2nts of years. The North- 
ern Pacific is, and will probably remain, the only company 
so fortunate as to command that source of prosperlty to the 
fullest extent, and practically without financial burdens, in 
the early stages of its career.” 


CONSTRUCTION. 


Under this head the report says : ‘‘ Satisfactory progress 
+--+ been made during the year in the work of construction 
of vhe road, assuring the completion of the entire line during 
tne working season of 1883. 

‘* The construction of a portion of the Wisconsin Division, 
extending 25 miles eastward from Thomson Junction, Mion., 
was practically completed during the year. At Superior, 
23.4 miles east of the junction, the roa reaches the Bay of 
Superior, one of the best harbors on the inland waters of the 
United States. A dock is under construction here about 
1,000 ft. long by 166 wide, which will enable the company 
to use Superior Harbor and relieve the overcrowded 
condition of the docks at Duluth. By pushing mage oe he | 
to Superior prior to Dec. 1, 1881, the company obtaine 
valuable donations of town ard county property. Other 
donations contingent on extending by the same date a spur 
track to Conner’s Point, four miles from Superior, were also 
secured. 

“The construction of this division was continued eastward 
from Superior across the Nemadji River, in order to com- 
plete 25 miles of main track, the shortest section examined 





by government commissioners, and was further extended 
one-half mile to a proposed junction with the Lake Superior 
Branch of the Chicago, St. Paul, Minneapolis & Omaha 
Railroad, 

‘* A final location for the extension of the road toa point 100 
miles east of Superior, 10 miles westof the Montreal River, 
the boundary between Wisconsin and Michigan, has been 
made. The maximum gradient on the Wisconsin Division 
is 52.8 ft. per mile. The country traversed is densely wooded 
and in part swampy. 

‘The construction of the Bismarck bridge was actively 
prosecuted during the year. Pier 1 was completed Nov. 
20; pier 2, Jan. 19; pier 3, June 3; and pier 4, May 12. 
Progress on the superstructure has been considerably de- 
laved by the failure of the contractor to furnish the steel 
w.thin the time agreed. Another firm has ccmpleted the 
manufacture, and it has all been delivered. The approach 
span on the east side was erected in April, and tha on the 
west side in May. The raising of the first long span was 
successfully accomplished Aug. 12, and the second or central 
span on Sept. 9, 1882. There is every reason to believe the 
bridge will be completed before the close of this month 
(September). The total length of the iron superstructure is 
1,400 ft.; that of the trestle approach 1,500 ft. 

‘*Tracklaying began on the Yellowstone Division July 5 
1881, and on June 30, 1882 had been completed 1793 
miles. It reached the Big Horn River June 3, where it was 
delayed by the annul freshet, which came on before the 
bridge was completed, and for a time put a stop to the work. 
It was not until July 21 that a train was got across the 
river on a partly temporary structure. On Aug. 5 the per- 
manent bridge was completed. A transfer boat was taken 
to the site of the bridge and used to transport cars loaded 
with track material. June 30 the track had been Jaid 121¢ 
miles beyond the river, or 17924 miles from Glendive. 

“* Grading has progressed well along the Yellowstone 
Division and is expected to be finished by the beginning of 
October, so that the track can reach the end of the division, 
340 miles from Glendive, in November. 

‘Considerable difficulty bas been experienced in the 
prosecution of the work on this division by reason of the 
ean and variable character of the bluffs along the 

ellowstone. Exposure to the air and weatlier frequently 
causes the rock to crumble. Sometimes the lower strata 
will disintegrate, bringing down the bard upper strata in 
great masses upon the track. The action of the river ip 
seasons of freshet upon the face of the bluffs is often destruc- 
tive, the water undermining the rock and causing it tocave. 
At several — it has been necessary to protect the road 
cut along the face of the bluffs, by dykes thrown out into 
the river to divert the current from the bank. The most 
extensive work of this kind is at Iron Bluff, 10 miles above 
Glendive. Here a vast mass of crumbling material, almost 
wholly without cohesion, containing several million cubic 
yards, was slowly sliding toward the river-bed. The first 
track laid along it was wrecked in a short time. A tempvo- 
rary track then laid has proven permanent. By a strong 
dyke the main channel of the river has been diverted from 
the foot of the sliding bluff to the opposite shore. Between 
Fort Keogh and Custer, 91 miles, there are 23 miles of bluff 
work. The line follows the south side of the Yellowstone 
for 223 miles to nearly opposite Billings. There the Yellow- 
stone is crossed; 54 miles above, it will again be crossed, 
and near the western end of the division it is to be crossed a 
third and last time. 

‘*The maximum grade of this division is 26.4 feet per 
mile, and the total rise from Glendive to Livingston, 340 
miles, is 2,410 feet. 

‘The Rocky Mountain Division commences at the point 
where the road leaves the Yellowstone Valley, crosses the 
Belt Mountains by a tunnel at the summit of Bozeman Pass 
3,600 ft. long; follows the valleys of the East Gallatin, the 
Missouri and the Prickly Pear to Helena; crosses the main 
range of the Rocky Mountains by a tunnel at Muilan Pass 
8,850 ft. long, and ends at the Little Blackfoot River, on 
the western slope of the mountains. It is 15114 miles long. 
The highest elevations attained by the road are at the sum- 
mit grade at Bozeman Tunnel, 5,565 ft., and at the Mullan 
Tunnel, 5,548 above the level of the sea. The maximum 
grade of this division is 52.8 ft. per mile, except in crossing 
the mountain ranges, where a maximum of 116 ft. is em- 
ployed. 

‘Grading was commenced at Bedford, nearing the cross- 
ing of the Upper Missouri River, in August, 1881, and con- 
tinued 32 miles to Helena. 

‘* Work was begun at the Mullan Tunnel in the middle of 
November, 1881. Power drills worked by compressed air 
were employed in January, and on June 30 they had pene- 
trated 754 ft. The progress bas since been more rapid. A 
shaft 3,150 ft. west of the eastern portal has been sunk, 
from which excavation is carried on both ways. The west- 
ero approach to the tunnel is a mass of wet earth filled with 
springs, which bad not, July 31, been excavated sufficiently 
to = the western portal. 

“Work on the Bozeman Tunnel was begun in March, 
1882. Both approache are of earth filled with springs, 
and slow progress has been made. The approaches were so 
far advanced that work in the main tunnel was begun at 
the western end in August and atthe eastern end in the 
present month. A line has been laid out over the summit 
of the pass, with grades of 212 ft. to the mile, which wili 
be graded and the track put down by the time the road is 
completed to the tunnel. This temporary road will be used 
until the tunnel is opened. Specially heavy locomotives 
= ordered and will be in readiness for service when 
needed. 


The Missoula Division extends from the end of the Rocky 
Mountain Division to the head of Clark’s Fork of the Col- 
umbia, 163.8 miles, following the Little Blackfoot and Hell 
Gate Rivers to Missoula, crossing the Coriacan Defile to 
the valley of the Jocko River, and descending that stream 
to the Flathead River, aud the Flathead to where its jurc- 
tion with the Missoula forms Clark’s Fork. The total de- 
scent is 2,560 feet. The maximum grades are 52.8 ft. per 
mile, except at the crossing of a mountain spur at Coriacan 
Defile, where the grade is 116. The highest structure in 
the road occurs in this defile, the Marent Gulch trestle. 750 
ft. long and 222 bigh. Hell Gate River is crossed 10 times, 
Truss bridges will be built of the timber of the country. 

* The western end of the Missoula Division for 5% miles 
passes through the Flathead Indian Reservation. Consent 
for the company to build this portion of its line has just 
been obtained from the Indians. 

“The Clark’s Fork Division extends from the head of 
Clark’s Fork to the junction with the Pend d’Oreille Divis- 
ion at Sand Point, a length of 128 miles. Constru-tion work 
is carried on from the western end principally by forces 
employed bv the railroad company under its own Superin- 
tendent. These forces amount to nearly 6,000 men, about 
4,000 of whom are Chinese. During the year the track 
advanced eastward 102 miles to Cabinet Landing, on 
Clark’s Fork, 263 miles from Wallula. On June 30 the end 
of track was 33 miles east of Sand Point, and the end of 
completed grade 41 miles, with nine miles in progress. The 
difficulties in the way of constructing the road up Clark’s 
Fork are extreme, the valley being a mountain gorge 
densely timbered, broken, rocky and precipitous. No road 
exists save a pony trail on the opposite bank from the rail- 


way line, and numerous rapids interfere with the naviga- 
tion of the river. To aid the construction work the com- 
pany has placed a small steamer on a comparatively smooth 
| stretch of the river 40 miles long, beginning 21 miles above 
Cabinet Landing, and bas also built a wagon rcad from 
near the mouth of the Jocko to Thompson’s River, 50 miles, 
About 25 miles of difficult work still remain in front of the 
force on Clark’s Fork, after which the character of the 
country changes and the work will be much easier. It will 
be late in November before the track can be laid to the 
east end of Clark’s Fork Division. 

“The grading and bridging of the Pend d’Oreille Division 
was completed in the fall of 1881, except the long trestle 
across the outlet of Lake Pend d’Oreille, which was finished 
early in the present year. A Howe truss bridge 200 ft. long 
was built over the Spokane River. Preparations are com- 
menced for a bridge over Snake River at Ainsworth. It will 
be 1,540 ft. long, with a draw turning on a pivot pier. 

** Surveys for a connection between Portland and Kalama 
have been completed, and a good line with easy grades 
located on the south bank of the Columbia River. The dis- 
tance is 391¢ miles. 

‘*A bridge with two draws will be built across the Willa- 
mette, from Portland to East Portland. 

“Surveys were continued on the Cascade Division to 
determine the best route and the best point for crossing the 
Cascade Range. Twenty-one passes have been examined. 
The result is that the Stampede Pass, at the head of Sunday 
Creek, a branch of Green River, is shown to be the best 
point for crossing. It is nearly due east from Tacoma, and 
ean be crossed by a tunnel 9,100 f!. long, atan elevation of 
2,885 ft. above the sea level. The line from Tacoma to Bluff 
Wells on the main road is 308 miles long by this route. 
Stampede Pass has decided advantages in its low elevation, 
comparative ease of access, and entire freedom from slides 
of snow, rock or earth, in the pass itself or on any part of 
the line approaching it. 

“The work of filling in the marsh at St. Paul for more track 
room has been continued ; 4,122 lineal ft. of new track laid; 
a double-track iron bridge across Fourth street built ; an 
iron turn-table and a water tank, sand-house, coal platform, 
temporary engine-house and blacksmitb sbop erected. The 
work on the general office building is progressing. June 30 
the walls were completed tothe fourth story. It is expected 
that the building will be ready for occupancy on January 1 
next, 

* The round house and shops begun at Brainerd last year 
are in part completed. A brick shop for locomotive and car 
repair is under construction at Glendive; alsoa round house 
at Forsyth. Preparations are being made for theerection of 
shops and a round house at Billings. 

“A company known as the Terminal Company will be or- 
ganized, in the formation and management of which the 
Northern Pacific wil] participate, to build a union passenger 
and freight depot at Portland, and provide other terminal 
facilities for all the roads centering at that point. Grounds 
for the Union depot have been purchased in North Portiand, 
immediately adjoining the business portion of the city. The 
plan contemplates a passenger depot covering 18 acies front- 
ing upon the city park, and an adjoining freight depot cov- 
ering 30 acres, with an available length for tracks of 2,200 
ft., and an equal length of excellent river front. The 
Northern Pacific trains from the Eust will cross the Willa- 
mette River on a bridge w.th double track, and thence enter 
the Union depot. The trains from Puget Sound will run 
directly into the depot. Equallv gocd facilities are provided 
for the entrance of the Oregon Railway & Navigation Com- 
pany’s trains and those on the east and west side roads of the 
Oregon & California Company. In fact, the location and 
plans fully cover all present and future needs in the way of 
railway terminal facilities and connections at Portland. 

“On the east side of the river purchases have been made 
of about 246 acres for the machine shoys of the several 
reads. On the river front of this tract will be erected coal 
bunkers, a warehouse and a wheat elevator. A dry dock is 
now in course of construction there, and a large wha f for 
the accornmodation of ocean steam and sail vessels of dee 
draught is being built, with which the tracks of the severa 
com panies will have connection.” 


The following account is given of the new branch lines : 

“ Little Falis & Dakota.—The grading to Morris, 87 miles, 
is completed, and the track laid 55 miles. _Tracklaying will 
be completed to Morris by the first of October. 

‘* Northern Pacific, Fergus d& Black Hills.—June 30, 
track was laid from Wadena Junction to Fergus FIs, 50 
miles, and is to be completed to Breckenridge, 75 wiles, in 
the present month. It is designed to extend it this season 
westward into Dakota about 30 miles, 

“* Fargo & Southwestern.—Grading will be completed to 
the James River, 80 miles, this season. Track laying Legan 
July 1, 1882, and will be continued this season to the 
James River, if practicable; 20 miles are alreaay laid. 

“ Jamestown dt Northern.—Grading was weil advanced 
June 30 on 35 miles nerth from Jamestown to the S:utsman 
County line. Fifteen miles more wili be graded this season 
and the track laid to. Stutsman County line. This line will 
run north to the west end of Devil’s Lake. 

‘“‘ Fort Be ‘ton Line.—A survey was commenced in May 
for a branch leaving the main road at Billings, and running 
northward to Fort Benton, the bead of steamboat navigation 
on the upper Missouri, a distance of 150 to 175 miies. The 
work had not progressed far enough by the end of the year 
to form a definite idea of the characteristics of the route. 
This line can be the outlet for the Sun River, Marais River 
and Judith valleys, said to be the best grazing country in 
Montana. 

* National Park Line.—Two routes have heen surveyed 
to the National line, one leaving the main line at Livings- 
ton, on the Yellowstone, and the other at Bozeman. The 
first runs up the Yellowstone and Gardner rivers, and the 
second up the West Gallatin. A reporton the route from 
Bozeman has not yet been received. That on the live from 
Livingston shows easy grades to the mouth of G ruver 
River, from which point grades of 212 ft. to the mile are 


required, 

** Palouse Branch.—From Palouse Junction, on Pend 
d@’Oreille Division. about 38- miles northwest of the confla- 
ence of the Snake and Columbia Rivers, in Washingion 
Territory, eastward to Farmington and Moscow, in Idaho 


Territory. The grading is nearly completed from the June- 
tion to Colfax, 37 miles, aud the track is expected to reach 
that place, and pussibly Farmington, before the end of the 
ear. 
4 “The company has now on hand and pail for the follow- 
ing material for the completion of the road: for the Eastern 
Division 15,000 tons of steel rails and fastenings ; For the 
Western Division 23,000 tons ; total, 38,000 tons. In addi- 
tion 12,000 tons of steel rails are to be delivered prior to 
Oct. 31. 
‘“* At the beginning of the year, July 1, 1881, the ends of 
track on the main line were 857 miles apart. They were 





advanced during the year from the east, 183 miles; from 
the west, 102 miles, a total of 285 miles, leaving, June 30, 
1882, 572 miles to be built. This will be lessened by the 
close of 1882, probably 300 miles, leaving 272 miles of 
track to be iaid after Jan, 1, 1888. The final connection of 
the tracks is expected to be wade during the season of 
+1883.” 
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EDITORIAL ANNOUNCEMENTS. 


Passes —All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind repurted to 
this office. 











Addresses.—Business letters snould be addressed and drafts 
made payable to THE RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railr offi- 
cers, organizations and changes of companies, the lettiny. 
progress and completion of contracts for new works o1 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
p-rtaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which luil 
be published 





Advertisements.-—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
suci matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven 
tions. machinery, supplies, financial schemes, etc., to ovr 
readers can do so fully in our advertising columns, out iv 
is useless to ask us to recommend them editoriaily, either 
for moneu or in consideration of advertising patronage, 


NEW TRUNK LINcS. 


There are now in course of construction two new 
railroads between New York and Buffalo, one between 
Buffalo and Chicago, and one other from Chicago 
eastward, which will be a trunk line connection. All 
these lines are built through country full of railroads, 
and all but one are almost alongside of existing roads, 
so that their local stations, most of them, will be at 
the same towns, or within a very few miles of each 
other. The New York, Lackawanna & Western, an 
extension of the Delaware, Lackawanna & Western. 
which will probably be opened to Buffalo in a few 
weeks, is scarcely anywhere more than three or four 
miles from the Erie in the 200 miles between Bing- 
hamton and Buffalo; the New York, West Shore & 
Buffalo is quite as near the New York Central & Hud- 
son River all the way from New York to Bufialo, and 
nearly the whole of its local traffic must come from 
places which are now served by the Central ; the New 
York, Chicago & St. Louis, which is to be opened for 
business Oct. 15, is almost alongside the Lake Shore for 
the 183 miles from Buffalo to Cleveland, near it for 
75 miles further, and all the way across Indiana is 
within a very few miles of the Fert Wayne, und but 
little further from the new Chicago & Atlantic road. 
This latter, which it is expected to open as soon as 
Dec. 1, is not so near parallel roads as the others. 

The situation of these roads and their position in 
relation to other roads which form lines or paris of 
lines between New York and Chicago may be seen on 
the map accompanying this number, which has been 
purposely made to omit all branch lines and lines not 
serving as connections between New York and 
Chicago, to prevent confusion. There are enough 
of these latter, it will be seen, to form an extensive 
and somewhat complicated network. The rew lines, 
whose location and probable effect it is especially 
important to stady now, are represented by solid lines, 
the others by various characters which will readily 
distinguish them from each other. It should be said 
that there is omitted the Philadelphia & Erie, over 
which in connection with the Pennsylvania and the 
Lake Shore the Empire Line cars run between New 
York and Chicago; and one line is shown which 
at present seems superfluous, namely, the line 
by the Central of New Jersey, the Reading. 
the Philudelphia & Erie and the Low Grade Division 
of the Allegheny Valley, between New York and Red 
Bank,in Western Pennsylvania. A year ago or moreago 
agreements were made for the establishment of a ling 
by this route. which it was said would be connected by 
a new road with the Wabash, and form the chief 
Eastern outlet of the latter road. We cannot learn 
that any steps have been taken towards completing 

the missing link west of Red Bank, and nothing is said 
of this ‘‘new trunk line” recently. 

The New York, Lackawanna & Western Railroad is 
to form an extension of the Delaware, Lackawanna & 
Western ; ten of its 18 directors are also directors of 
the latter com)an7, a2] tasy have ta2 same Prasident 











Secretary, Treasurer and Superintendent; and it is 
expected that the old company will lease or absorb the 
new one. Five of the new company’s directors are 
also directors of the Wabash, Messrs. Gould, Sage, 
Dillon, Humphreys and Sloan. 

The distance from New York to Binghamton by 
the Delaware, Lackawanna & Western is 210 miles; 
that from Binghamton to Buffalo by the new road is 
204 mi'es, which mikes it 414 miles from New York 
to Buffalo, against 423 by the Evie. The alignment, 
we are not now able to report. This will be the short- 
est line between New York and Buffalo, and a very 
picturesque one, passing through the Delaware Water 
Gap and by Scranton. It has the great advantage of 
the extensive terminal grounds of the old company on 
New York harbor, and the still greater advantage of 
the great coal traffic which the Delaware, Lackawanna 
& Western can command and offer as return cargoes 
for cars coming from the West laden with grain or 
live stock, or for vessels bringing it grain to Buffalo. 
Ata moderate cost any road entering Buffalo can 
command a connecting line of lake steamers which 
will serve during the season of navigation for carrying 
merchandise as well as coarser freight; with what rail- 
roads west of Buffalo it will connect we cannot say 
positively. Itseems commonly assumed that its chief 
interchange of traffic will be with the New York, 
Chicago & St. Louis, but from what we hear it 
seems more probable that it will make a Chicago 
line with the Canada Southern and the Michigan 
Central, by the first of which it can connect with 
the Wabash. It is not likely to go begging for con- 
nections, however. The Grand Trunk has always been 
anxious for more business to and from New York, 
and the New York, Chicago & St. Louis will want 
all it can get. 

The New York, Lackawanna & Western has a funded 
debt of $12,000,000 ($60,000 per mile) in 6 per cent. 
bonds, and its capital stock is $10,000,000. 

The New York, West Shore & Buffalo will be more 
nearly a duplicate line than any other long one yet 
built in this country. From New York to Albany the 
Hudson River will separate it from the New York 
Central & Hudson River, but no such formidable ob- 
stacle is between them frcm Albany to Buffalo, 
and now the Central is the chief rail outlet 
for the west shore as well as the east shore. 
The two roads will compete at nearly every 
station of the West Shore road, and the latter 
will have an opportunity to share the enormous pas- 
senger traffic of the Central. There is scarcely any 
other such mine of traffic in this country; but the 
value is not in proportion to the amount.  Be- 
tween New York and Albany the magnificent 
Hudson affords the cheapest of all transportation, 
and attracts a large share of the travel as well as the 
freight. Between Albany and Buffalo the canal keeps 
down local as well as through freight rates. An enor- 
mous traffic is absolutely necessary to support a road 
on this route, and the West Shore will need a good 
deal of support, as $50,009,000 of 5 per cent. bonds are 
to be issued on the 425 miles of road, or at the rate of 
$117,650 per mile (against $43,500 on the New York 
Central). It is true that the New York Central profits 
would cover the interest charge several times 
over; but with four roads instead of two between New 
York and Buffalo, the new ones will certainly not for 
along time get as much as the old ones have had, 
though they will doubtless reduce somewhat, and 
probably considerably, the traffic of the old roads, the 
more so. as they will take from their local as well as 
their through traffic. The stock of the West Shore 
road is $40,000,000, and the stock and debt will be 
about $211,765 per mile, against $175,560 on the New 
York Central, and $306,959 on the Erie. 

This company’s road will not be opened through to 

Buffalo for more than a year, probably. It is without 
doubt constructing a better railroad than any other in 
America was when first built, and apparently no pains 
or expense is spared to makeitas perfect as possible in 
road and equipment and staff (the latter not the least 
important) to secure safe and economical working, so 
that it may be superior rather than infcrior to tha best 
of the old roads when finally it is opened for traftic. 
One-third of the road will be level, and the prevailing 
maximum grades will be 20 ft. per mile going east and 
30 ft. going west, slightly exceeded for short distances, 
A double track of 67 Ibs. steel rails is laid, with rock 
ballast, masonry bridges and iron culverts. The work 
along the Hudson River is very heavy, there being 
much rock cutting and two important tunnels. 
Most of this work is now completed, but though 
more than 20,000 men are at work on the line between 
New York and Syracuse, it isnot expected to open the 
line between New York and Albany until some time 
next winter. West of Syracuse the contracts are nét 
yet let. 





_ It is said that all the capital necessary has been 
secured for completing this road. The konds are 
quoted at about 63, at which price they would yield 
about $74,000 a mile. But even if formidable tem- 
porary obstacles should be met, so much very expen- 
sive work has been done on the road that it is al- 
most absolutely certain that it will be completed by 
some one, in order to get some return from the capital 
invested. And when completed it must havea great 
effect on the New York Central Railroad, competing 
as it wiil atalmost every station on the main line for 
passengers as well as freight. It will be prepared 
to do a heavy business, and will be sure to make rates 
that will secure it; and it cannot be fought as com- 
peting trunk lines sometimes are, drawing supplies 
from local trattic while the war goes on. A contest 
with it will necessitate the sacrifice of profits on nearly 
all traffic. Thus whatever the West Shore road may 
do for itself, it seems sure to be more formidable to the 
New York Central than any rival it has yet had to 
mect. 

In order to estimate the effect of these new trunk 
lines on the older ones and their own prospects, we 
need to follow the course of business on the lines with 
which they compete—to see what has been the total 
traffic which hereafter they will share. In the case of 
roads like these, close to existing lines, the field of 
traffic—the common pool from which all will draw— 
is nearly the same. The new lines do not develop any 
new districts of any importance that have not hereto- 
fore been served by the old ones. The same towns 
and cities and industries will be served by both parailel 
lines. Manifestly, there must be an increase of the 
total net earnings from the traffic if the old roads are 
to be supported as well as heretofore, and the new ones 
get any supportat all. The traffic—that is, the freight 
traffic—grows all the time, and quite rapidly; the pas- 
senger traffic growing only in prosperous times. The 
question is, how fast does it grow, and especially how 
fast do earnings, and, most of all, net earnings, grow. 
Let us see. 

Below we give a statement of the passenger traffic 
for the last ten years of the three tru:.k lines that re- 
port it, in millions of passenger miles; that is, the 
figures 357.9 for the passenger traffic of the Pennsyl- 
vania Railroad in 1872 mean 3897,900,000 passenger 
miles, ete. Under Pennsylvania are included all its 
lines east of Pittsburgh and Erie. Its reports are for 
the calendar year, and those of the two New York 
companies for the twelve months ending Sept. 30 of 
the years named. This difference in the year is of 
considerable importance, as, for instance, 1881 for the 
Pennsylvania Railroad includes six months of railroad 
war and three months of light east-bound traffic, 
while 1881 for the other two roads includes only three 
months of railroad war and no months of light traffic, 
These explanations apply to all the other tables for 
trunk line business; 

Trunk Line Passenger Mileage for Ten Years. 

Penna. N.Y Cen. Erie. The three, 

357 342.3 156.1 856 3 

364.4 164.6 89 .2 
3508 160.2 dU6.6 
338.9 1554 838.5 
253.L 1631 : 
3168 170.9 7 
30.3 140.3 7 
x91.0 1491 7 





373.8 200.5 


grows only in prosperous times. On every one of 
these roads the passenger traffic was less in 1879 than 
in 1872, and, except in the centennial year, less every 
year until 1880 than in 1873. The last two years show 
a considerable growth, doubtless continued this year, 
and largely due to immigration. 

Now, if the whole increase in passenger traffic from 
1872 to 1881 had been secured by two new roads 
between New York and Buffalo, they would have had 
last year 82 millions of passenger miles each—about two- 
fifths of what the Erie had last year. Doubtless they 
would have got more, but they would have got it by 
decreasing the passenger traffic of the older lines. 

Earnings, however, may fluctuate very differently 
from traffic. As a fact, however, average passenger rates 
in this country have not fluctuated greatly, the excep- 
tions in the last two or three years being due chiefly to 
the great increase of immigrants carried at low rates. 
The passenger earnings of these three lines for the ten 
years have been as follows: 

Trunk Line Pas:en.er Earnings for Ten Years. 
P . Fe Erie. 


Year. «nna Nh. en. ri The three. 
, 9,482,604  $7.772,203 $3,529,347 20,584,154 
7: 9.692,41:3 8,147,692 3.361.554 21,201,659 
9,259.U75 7,497,357 3,705,574 20,4L:2,007 

$857,820 7.2706,848 3,461,304 19,. 95.772 

13,337,539 6,762,967 3.427.626 25,528,132 

7,440,229 6,576,516 3,2-0,090 17,237,135 

7,234, 6,922,956 3.070,121 16,332,324 

7,701,017 5.953,102 3,118,9: 16,773,063 

9,030,416 6,611,159 3,682,551 19,824,526 

10,167,109 6,958,038 4,041,267 21,166,414 





The largest aggregate passenger earnings of these 
three roads were in 1876; but in 1878 they were larger 
than in any other year except 1876, a trifle larger than 
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AND 1HE RAILROAD LINES BETWEEN NEW YORK AND CHICAGO WITH WHICH THEY WILL COMPETE 


Only the New Roads are Represented by Unbroken Lines.) 
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last year, even, 
cent. larger than in 1878. The average rate per mile 
was 2.40 cents in 1872, 2.08 cents in 1876 (with a trunk 
line passenger war and reduced Centennial rates’, 2.16 
in 1880 and 2.0% cents in 1881, 

The great resource of American railroads, however, 
even of the trunk lines, is the freight traffic, which 
grows enormously in prosperous times and usually 
pretty fast in dull times. For the three trunk lines 
we give it below in millions of ton-miles : 

Trurxk Line Tonnage Mileage for Ten Years. 


Year. Penna. N.Y. Cen. Erie. The three. 
EEE Ter Orr 1.042.0 965 9 278.8 
1573 1.2575 1,033.0 4113.4 
1874 1,391.6 1,047 4 4,284.3 
eee 1 404.0 1,016.6 4,446.8 
ee ee 1,674 4 1.040.4 4 936.5 
1877 $ 1.4:20.0 1,114.6 4,831.3 
1878 2,047.8 1,224.8 5,635.9 
Ee a 2,295.8 1 569.2 6.839 9 
1°30 2,- 25.1 1,721.1 74857 
i881 2,646.8 1,984.4 8,263.0 





Here we find grow wth indeed. In only one year 
(1877) was the traffic less than in the previous year. 
From 1872 to 1881 there was an increase of 131 per 
cent. on the Pennsylvania, 154 per cent. on the New 
York Central, 105 on the Erie, and 181 per cent in the 
lf the total increase of the three lincs had 
been secured by two new lines, it would have given 
them 2,337 millions of ton-miles each—-as much as the 
New York Central had before 1880. If the increase 
of the two lines between New York and Buffalo had 
been secured by two new lines, they would have had 
1,331 millions of ton-miles each—nearly as much a: 
the Central in 1874; but if the whole increase had 


aggregate. 


been divided equally among five roads instead of the 
three, the new ones would have had but 937 millions 
each. 


But freight earnings do not by any means keep pace 
with freight traffic. Indeed the great feature of rail- 
road business in this country since 1873 has been the 
steady and rapid reduction in averag? rates. In fact, 
it has been to sweeping reductions in rates that the 
enormous growth of railroad traffic has been due. We 
will, therefore, need to compare the freight traffic 
closely with the freight earnings before we conclude 
that the harvest is promising. These earnings for ten 
years we give below : 







Trunk Line Freight TFarnings for Ten Years, 

Year ct The three 

72 $55,384,920 
re 6 23.236 
1s74 a 84,18 
ee 7 2" ,994,761 
. pee 11.490°9: 0 PAR 
ty 17 10,647,807 48.221,51! 
a 19, 045, "830 11.914:490 52.921,76 
1879 . 181270.250  12,233)481 55,489,701 
ot Geers 22,199,966 14,891,'15 66,849.55< 
ee “0.736. 7350 15,979,576 69, 288,77: 





32,: 

Thus though the freight traffic increased largely (1 
per cent.) from 1873 to 1877, the freight earning: 
meanwhile decreased no less than 22 per cent. h 
1879 the traffic was 90 per cent. more than in 1872. 
but the earnings were nearly the same. With az 
increase of 131 per cent. in traffic from 1872 to 1881. 
the increase in earnings is but 25 per cent. The aver. 
age rate per ton per mile, which was 1.55 cents in 
1872, fell to 1.00 cent in 1877, and to 0.81 in 1879. I 


advanced to 0.89 cent in 1880, but last yea 
fell back to 0.84 cent. The whole increas 
of gross earnings in the ten years dividec 


between two new roads would have given each a litt 
less than $7,000,009. What more they obtained woulc 
have been at the expense of the o!d roads. 

Even gross earnings, however, are not a safe cri- 
terion of the support given to the roads. Expenses do 
not always vary in proportion tothem. Fortunatel) 
expenses have not kept pace with traffic; if they hac 
there woall be n> profits now. But they decreased 
from 1873 to 1877, and since 1877 have increased 
largely, and were larger last year than ever before. 
The course of profits from traffic we shall see by 
examining the following table of net earnings for ten 
years: 

Trunk Line Net Earnings for Ten Years. 





Year Pen.a. N.Y. Cen. Erie. une three 
1872 = $11,678,173 $10,: 271,381 $3. 913,621 $25,8.3,175 
1873 12,170.463 7 925,974 6,371,964 31,468,4) 
Co, 13,380 575 089 5,03>,16L 31, 677,t2 
RS 12,843,018 11705110 4.197,729 2<'805. S85. 
_ ae 14.450, 586 11,922,416 3,62 1.259 29,994 26 
ae 11.669 716 11.632,92+t 3.809.050 27,111,69C 
12 798,607 1?,774,578 5,009,114 30. 582.388 
ea 13,868.505 12,273,511 4,767,324 30 909.340 
eae 16,546,938 15,323,019 7.049.183 38.922, 14( 
DE Sinecous 17,414,373 12,883,610 7,459.375 37,757 B5t 


The fluctuations in net earnings since 1873 have not 
been so great as those in gross earnings. From 1873 
to 1877 the latter fell off 24 per cent., the net earnings 
only 14} per cent. From 1878 to 1881 gross earnings 
increased 82 per cent., net earnings 234 percent. And 
from 1872 to 1881, with an increase of 181 per cent. 
in freight traffic and 19 per cent. in passenger traffic, 
there was an increase of 46 per cent. in net earnings. 
The increase in the ten years divided between two 
roads would have given them a little less than $6,000,- 
000 each; but if we date from 1873 instead of 1672, the 
gain would give them but $3,150,000 each. 

Now this does not prove that the new roads will not 


wen the passenger traffic was 14} per 





be supported, or even that they will not be very profit- 
able; but is pretty conclusive evidence thatif they 
are it will be largely at the expense of other: roads, 
chiefly of the trunk lines, and most of all those trunk 
lines beside which they run and whose local traffic 
they will share. 

As the trunk lines carry the traffic brought from 
Chicago by the Western roads, the course of business 
on the latter is quite similar. The country on their 
lines grows faster, perhaps, but more new railroads 
are built near them. They are, however, compara- 
tively cheap, and will not require very large profits to 
support them. 

The first of the Western roads to be opened, the 
New York, Chicago & St. Louis, is a line 521 miles 
long between Buffalo and Chicago, which is 8 miles 
shorter than the shortest of the Lake Shore's lines, 
and of about the same length as the Grand Trunk and 
the Canada Southern-Michigan Central routes. The 
maximum grade going east between Chicago and Dun- 
kirk is 20 ft. per mile; but between Dunkirk and 
Buffalo the grades are heavier. In the other direction 
the maximum grade is 30 ft. About 60 per cent. of 
the line is level, and 92 per cent. is straight. The 
maximum curvature is three degrees. It is built high 
with much embankment, raany bridges (about 10,- 
900 ft. in all) and few cuttings. The single track 
is laid with 60lbs. rails, except on part of the western 
livision where 56 lbs. rails are used. With its align- 
ment and the road-bed thoroughly maintained, it will 
be able to haul very large trains. This road 
has issued $15,000,000 of first mortgage 6 per 
cent. bonds, and $4,000,000 of 7 per cent. equipment 
bonds. This on the 512 miles of road owned by the 
company (it uses nine miles of the Illinois Central in 
entering Chicago) gives a debt of $37,100 and a yearly 
interest charge of $2,305 per mile. Arrangements 
have been made to run passenger trains in connection 
with the Erie, making a line 944 miles long between 
New York and Chicago: and a freight line, to be 
known as the ‘‘ Traders’ Line,” will also be established 
by it and the Erie. It has close relations with the Lake 
Erie & Western, from Sandusky to Bloomington, IIl., 
which, with the Chicago & Alton, will give it a St. 
Louis connection. It will compete with the Lake 
Shore at some important traffic points, by far the most 
important of which is Cleveland; but the western half 
of the road is nearer to other roads than to the 
Lake Shore, and in Indiana both the Fort Wayne and 
he Baltimore & Ohio are between it and the Lake 
Shore. To compete with the Lake Shore it must ac- 
‘ept low rates and afford good accommodations. At 
Chicago it will be able to compete for traffic like the 
»ther roads to the East. 

The Chicago & Atlantic, extending from the New 
York, Pennsylvania & Ohio at Marion, O., to Chicago, 
or rather to the Illinois line at Hammond, Ind., 
whence 16 miles of the Chicago & Western Indiana 
ufords it an entrance into Chicago, is 249 miles long. 
[t was built especially to make a line between New 
York and Chicago for the Erie and the New York, 
Pennsylvania & Ohio, and a traffic agreement between 
the three roads was agreed upon before the new road 
was begun. It was at one time supposed that this 
would be made the sole Chicago connection of the 
Erie, and that the latter company had guaranteed its 
»onds. The agreement, however, was not exclusive. 
Che Erie agrees to give the Chicago & Atlantic west- 
‘ound traffic in proportion to the east-bound traffic 
lelivered to it by the Chicago & Atlantic, and if the 
latter does not earn the interest on its bonds, the Erie 
vill contribute toward paying it the gross earnings 
f om th2 trafic thus interchanged. The Erie’s gross 
earnings from Chicago traffic were probably one year 
is much as $1,500,000, besides those from live stock 
and passengers; but it then had freight lines over 
three other of the five roads into Chicago, as it now 
has over three of the six, and it will have one over the 
New York, Chicago & St. Louis, as well as 
the Chicago & Atlantic; so the amount of its 
guarantee will be by no means equal to 
its earnings in Chicago traffic. It will, however, be 
as large as the Chicago & Atlantic can succeed in 
making them. There is no expectation, however, 
that it will be called on to pay anything on account of 
its guarantee. The Chicago & Atlantic has a funded 
debt of $6,500,000 bearing 6 per cent. interest; this covers 
equipment costing $1,000,000. What more is required 
is to be secured through a car trust. A second- 
mortgage for perhaps a million will probably be issued 
soon to provide working capital. Of the 249 miles 
between Marion and Hammond 96 per cent. is tangent, 
and the sharpest curvature is 3 degrees, of which 
there is one-sixth of 1 per cent. The maximum grade 
in either direction is 26 ft. per mile, and of this the 
longest is 8} miles; 80} per cent. is level and an equal 
amount with a grade not more than 10 ft. per mile; 23 








per cent. has the maximum grade. The roadis anem- 
bankment road, well out of the low grounds where 
the water not infrequently covers the track on 
existing roads in Indiana. The country is gener- 
ally quite level and free from rock on the line, 
though there has been some quite heavy work on it. 
There are no large towns on the road; the terminal 
stations in Chicago will be supplied by the Chi-ago & 
Western Indiana for a yearly rental. The local'traffic 
on the line cannot. be very heavy, but it has more 
country between it and the parallel lines than the 
other new roads. It is to he opened about Dee. 1. 

We have not compiled the statistics of the business 
of the Chicago roads so completely, or for so long, as 
for the Eastern trunk lines; but the following state- 
ment of the aggregate freight traffic.(in millions of 
ton-miles), for the Michigan Central, the Lake Shore 
the Fort Wayne, and the Columbus, Chicago & Indi- 
ana Central, and of the aggregate net earnings of 


these roads and the Chicago Division of the Baltimore‘ 
& Ohio for the last seven years, w.ll throw some light 
on the subject: 


Net 
earnings. 
$10,109.133 

10.401 773 

9,869,607 
12 8.44,.503 
14,401,417 
18,480,676 
15,036 773 


We have ¢ a ‘gain s since » 1875. of 1124 per cent. in freight 
traffic, and 49 per cent. in net earnings. Last year in 
comparison with 1880 makes a worse showing for 
these roads than for the Eastern lines, because the re- 
Forts of these roads are all forthecalendar year. The 
traffic, however, was unduly swelled by the railroad 
war. 

We have had recent experience of the opening of a 
new line from Chicago eastward, which we have not had 
of a new line from New York westward. It is now 
eight years since the Chicago Division of the Balti- 
more & Ohio was opened. This line is in many re- 
spects like the Chicago & Atlantic, and of almost 
the same length. Its traffic, however, is greatly 
limited by the fact that it does not carry (to any ex- 
tent) to seaports other than Baltimore, while the two 
new roads will be able to take consignments to Phila- 
delphia, New York and New England, doubtless. 

The gross and net earnings of the Caicago Division 
of the Baltimore & Ohio (263 miles) since it was 
opened have been: 


Millions of 
te an miles, 








Gross Net | Gross Net 
Year earnin’s. earnings. ; Year. earnings. earnings, 
. $950,164 *§210,168 | 1878-79... Br5RR52 $44,571 
1.232.796 136.7 13 ' 1879-80... 1,°48994 A66.674 
BS 123,280 | t88u-81.... 1,632,662 453,070 
l 05 97,559 29,543 





* Deficit. 

The year after the opening this line the expenses 
exceeded the earnings at the ra‘*e of $809 per mile; the 
second the. net earnings were $634. In 1877-78 they 
were $1,633 per mile, which would pay 6 percent. on 
$27,200, and they have always been larger since. 

The Chicago & Grand Trunk was not opened through 
in its present shape until the spring of 1880, though 
some through business was done over it previously. 
It is 330} miles long. Its traffic, gross and net earn- 
ings have been : 


Passenger- Gross Net 
mil s. Ton-™iles earnings. earnings. 
eer 11,600,502 100 125.05) $1.38: 6 4 =6$22%3,773 
1881 . 28 .600.744 228 634,069 1.631.751 199.7 726 


Half a year of railroad war resulted in making an 
increase of 159 per cent. in passenger, and 43 per cent. 
in freight traffic in 1881 yield smaller net earnings 
than in 1880. Its gross earnings last year were $4.937 
per mile, which is not bad for a new road, but the net 
earnings were then only $504 per mile. A year of 
railroad war, however, will not serve to show the 
ability of the road to earn protits. It is probably 
earning now enough to pay interest on $25,00) a mile. 

The shipments of freight (not including live stock) 
from Chicago through to points as far east as the west- 
ern termini of the trunk lines at Buffalo, Pittsburgh, 

tc., have been 


1879. 1880. 1881. 
eee 2,309,640 2,859,217 
For the eight months ending with August these have 
been : 
1879. 188). 188 1332 
WD iccnvenasey 1,796 193 1,614,580 1,889, ‘ior 1.222,643 


If for the remaining four months of the year the 
shipments shall be as larg>? as in the corresponding 
months last year (when they were much larger than 
ever before), the shipments of the year will sti.1 be but 
about 2.322,0 0 tons, or less than in 1879 or 1881, and 
about the sam2 as in 1830. It is quite certain, how- 
ever, that the rail shipments will not be so large this 
year as last during these four months. and, judging 
by the August receipts, they will be less than in 1880 
or 1879. 

These facts may serve to indicate the prospects of 
the new trunk lines now under construction, and the 
effect they may have on the older roads with which 
they will compete. 
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THE ACCIDENT IN THE FOURTH AVENUE | 
TUNNEL. 


| 





To make the circumstances attending this accident, 
which occurred last Friday morning in the New 
York Central & Hudson River Railroad tunnel, clearly 
understood by those not familiar with the local- 
ity, a little preliminary description is needed. It) 
should be said, first, that there are really three tun- | 
nels; a centre one in which there is a double track for | 
through traffic, and two side tunnels, each having a | 
single track for local or suburban trains, the centre | 
one being separated from the side ones by walls and | 
small arches on each side. Fig. 1 represents a rough | 
plan, the double rules representing the tracks and the | 
heavy black lines the side walls of the tunnels. The | 
through traffic on the two middle tracks is operated 
on the block system, a modification of Rosseau’s elec- 
tric signals being used. The local traffic in the | 
side tracks is not ordinarily worked on the block sys™ 
tem, as there are only from 12 to 15 trains per day on 
each track. 

Early on the morning of the accident, an engine 
on one of the main tracks broke an axle, which ob- 
structed the line in the middle tunnel. Consequently | 
the through south-bound traffic was turned on the | 
side track at One Hundred and Twenty-tifth street, | 
and while this was the case the trains were run on an 
extemporized block system, information concerning 
the movement of trains being given from one station 
to the other by the ordinary tclegraph instrument, 
and the signals by a flag or lantern. 

All went well, the trains being more or less delayed, 
however, until the Portchester train from the New 
York & New Haven road passed Ninety-sixth street 
station. It should be mentioned that the New York 
& New Haven Railroad has the right only to run 
trains over thisline. The traffic through the tunne) 
is controlled by the managers of the New York Cen- 

ral & Hudson River Railroad. 

Either just before or just after the Portchester 
train had passed Ninety-sixth street station, | 
the signalman there was notified from One Hun- | 
dred and Twenty-fifth street that it was the 
last through train which would be turned on | 
the side track, the main line having then been | 
cleared. Not unnaturally, therefore, the vigil- 
ance of the signalman at Ninety-sixth street was then | 
somewhat relaxed, but unfortunately too soon. In | 
his own testimony before the Coroner he said : 


“Train No. 72, of the Central road, came down and 
stopped at his office, and he allowed it to proceed on re- | 
ceiving the signal from EKighty-sixth street. Then he gave 
no ice to Oae Hundred and Tenth street for another to 
come on. Ths was No. 70 (the Portchester train) of the | 
New Haven road. Whenthe latter reached Ninety-sixth 
street Eighty-sixth street had not yet reported No. 72 as 
clear, so he held New Haven from 8:49 to 8.46. After this | 
New Haven passed out by signal and trains began running | 
on the main track; when the New Haven stood at his office | 
its head was at Ninety-seventh street; when bis red flag was | 
lowered it hung so low that it bad to be raised to allow the 
train to pass under; he raised it on this occasion and the. 
New H ven passed; witness immediately went inside the | 
office. put down the Jeaving time of that train and reported 
the Eighty-sixth street and One Hundred and Tenth street, | 
also that he had been very busy ; he had quite a number of | 
train reports to send to the train dispatcher as to the kind 
of trains and their time of passing; no otber train was in 
sight, so witness said he went on with bis reports; but he | 


| split open by the engine. 


slowly that two brakemen who had been left on the 
line to give signals came on board. At Eighty-sixth 


| street the train was stopped again, and a brakeman 


went back, but did not get far enough to stop the 
Harlem train which was following, and which ran 
into the standing train, the last car of which was 
Each side of the car was 
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thrown against the wall of the tunnel nearest to it 
and the locomotive crushed through the car for a con- 
siderable distance from its rear end. 

One passenger was killed instantly, and another 
died in a few hours after, and about twenty were in- 
jured more or less seriously. 

The primary cause of the accident was undoubtedly 
the failure of the signal-man at Ninety-sixth street to 


the side lines was before. There is, therefore, very 
good reason for having the signal appliances for the 
side tracks just as perfect as they are for the main 
tracks or more so. The responsibility for not having 
them so probably rests where the authority to make 
the requisite expenditure does. 

It is a disputed point whether there was time enough 
after the Portchester train stopped at Eighty-sixth 
street to send a man back to protect the rear by & 
proper signal. From the evidence it seems certain 
that the speed of this train was twice reduced by rea- 
son of exploding torpedos, so that it was slow enough 
for two men to get on board. Now wasitor was it 

| not the duty of the conductor to send out a flagman, 
| when he was merely delayed, without being stopped ? 
| If it was, then evidently some blame attaches to the 
| conductor of the train for not obeying the rules. 

| The rules of the New York Central road say: 


| ‘Whenever a train isstopped on the road, or is only enbled 
| co proceed at a slow rate, this conductor must immediately 
| send a man with a red signal at least half a mile back.” 
| Notwithstanding the fact that there was a failure on 
| the conductor’s part to obey this rule, the circum- 
| stances afford another illustration of the difficulty of 
| having it obeyed with certainty under all circum- 
| stances. By the testimony in this case it appears that 
there were originally three brakemen on the train. 
One left it at Mount Vernon because he was sick, and 
another one was left at Melrose to give signals, so that 


there was but one brakeman remaining. Now, 
would it be wise to leave all the brakemen 
behind and run such a train into a crowded 


station without any? It is a question which, if 
the rule of protecting the rear of trains if faith- 
fully obeyed, must often be answered. In fact, 
it seems probable that cases may arise when a train 
| would not have enough men to send back if a signal- 
| man is left every time it is delayed. This reduces this 
| rule to a reductio ad absurdum when it is applied to 
crowded lines on which there is not time to callin the 
;men who are sent out to give signals, and shows, as 
has been so often shown before, that it is a very 
lunsafe reliance, especially upon a road with 
many trains. The difficulty of having it obeyed 
under all circumstances has been commented upon in 
these columns before.* The opinion was then ex- 
pressed, ‘‘ that itis practically impossible to have the 
rule obeyed with any reasonable degree of certainty.” 
The present acccident indicates, too, that, even if it 
;could be, it gives a very limited degree of security 
on a line on which trains follow each other closely. 
As stated above, the rear car of the Portchester 
train was literally split in two longitudinally, the 
engine penetrating at least half the length of the 
wrecked car, forcing one side of it one way and the 
other the other way, just as though a huge wedge had 
been driven into it. The question then arises, why 
did the car, apparently at least, offer so little resist- 
ance? In order to throw some light on this question 
the writer examined the wrecked car and made 
sketches and measurements from which the engraving, 
fig. 2—which is an inverted plan of the floor timbers— 
was made. From this engraving it will be seen that 
the only longitudinal timbers in the floor framing 
which extended the whole length of the car were the 





did not report that particular train out of its turn; other 
offices were also reporting at the same time, and he had a 
great deal of trouble to get in his reports to Eighty-sixth 
street and One Hundred and Tenth street; while engaged 
in giving these reports to the dispatcher, he saw a rapid 
transit train coming from Nivety-eighth street; at the 
same time the operator at Seventy-second street reported to 
operator at Eighty-sixth street, ‘ Train not clear yet;’ he 
went out at once and lowered his flag, knowing that Eighty- 
sixth street could not be clear; ithad been raining and the 
rope attached to the flag was so twisted that he could not 
oo it out in time before the rapid transit train pet into 

is station; with that witness telegraphed to Eighty-sixth 
street, ‘Stop the rapid transit; the answer was, ‘The 
brakeman will stop it; the New Haven train had got under 
headway and left witness at 8:56; the Harlem train passed 
down at 9:08, behind seven minutes. * * * The reason 
of his not putting out flags after a New Haven train wasa 
press of business on the wire, and bis attention being called 


FIG. 2. 


stop the Harlem train, and the chief responsibility for 
the accident must, therefore, rest upon his shoulders; 
and yet there are some mitigating circumstance 
which indicate how easy it would be for anyone to 
make the terrible mistake which he did. But although 
the chief blame must fall upon him, the responsibility 
If, as he says, the rope by which 
he displayed his danger signal was so affected by the 
rain that it could not be operated promptly, it may 
well be asked why it is that on an especially danger- 
ous part of the line, a wealthy company like the New 
York Central has no better appliances than such as 
become inoperative by a casual storm. It is true that 


does not end there. 


two outside sills, which were 6} X 64 in. section. 
Between these there were transverse timbers of 23 X 
6} in. section spaced about 16} in. from centre to 
centre. Every alternate one of them was bolted to the 
side sill by a § in. joint-bolt. The Miller platform 
timbers were, it is true, attached to each end of the 
car, and butted up and were mortised into the body- 
bolsters in the usual way; but there was nothing 
but the transverse strength of the end sill, the body 
bolster and the cross pieces to resist concussions. 
These were broken like pipe stems. The attachment 
of the Miller platform toa car frame like this was 
like building a strong wall on a weak foundation. The 


to the main track; as all trains were very much behind time | Signals like the one referred to are not ordinarily | bolster, which was made of wood, gave way on the 
| used for conducting the traffic on the main line, but | irregular line at A, and as there was there hardly any 

Other evidence shows that the Portchester train | it is not an unusual or unforseeable thing tobe obliged | resistance, the engine crushed through the other 
after it left Ninety-sixth street exploded several tor-| to turn the trains from the main tracks on to the side | cross pieces as easily as an ox through a cane-brake. 


he did not expect the rapid transit train.” 


pedoes which had been placed on the track by pre- 
ceding trains. Consequently it moved slowly—so 


| tracks, and the traffic on them is then «attended with | No argument will be used, and none is needed, to 
'much greater risks than that on either the main or | 


*3ee Railroad Gazette of Jan. 20 of this year, page 43. _ 
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prove the weakness of the system of framing in this 
car. The timbers which formed part of the Miller 
platform apparently resisted the shock without being 
crushed, but the system of framing is wretchedly 
weak, and has long since been abandoned by all car- 
builders who know their business. It isa sickening 
task, and one for which we have no inclination, to 
seek where the responsibility for the continued use of 
these cars rests. From creditable information we 
learn that there is anumber of the same kind in con- 
stant use onthe New Haven road. How few or how 
many, perhaps it is ketter for the public not to 
know, but if the directors of the New Haven 
road do not learn, and that speedily, they will incur a 
terrible responsibility. About two years ago in a col- 
lision while making a flying switch, one of these 
empty cars was split open near the Grand Central 
Depot in the same way that the one was demolished 
in the tunnel, so that the company or its officers have 
not been without warning. To continue to use cars 
framed in that way is to expose the lives of passengers 
who travel in them toa serious risk, to which they 
would not be subject in cars properly constructed. It 
of course cannot, or should not, be said that if the car 
in which the unfortunate passengers were either killed 
or injured had been framed with four or six strong 
longitudinal timbers between the outside sills, and ex- 
tending the whole length of the car, noone would 
have been hurt; but it can be said, with certainty of 
being true, that a car framed in that way would have 
been immensely stronger than the one which was de- 
stroyed, and that a concussion which would crush the 
one would be securely resisted by the other. 

It would be wrong to attempt to shield the New 
York Central Railroad for its share of responsibility 
for the accident. The signal system of a line with the 
amount of traffic that passes through the Fourth 
Avenue Tunnel daily should be so complete that there 
would be no danger to a trainif it stopped anywhere 
or at any time. 

When the committee appointed by the Senate of the 
state of New York was engaged in investigating the 
Spuyten Duyvil accident, one of the witnesses gave 
the following testimony: 

‘* Question.—Do you suppose that if the block system bad 

been used on the Central Railroad at the point at which the 
accident occurred, at Spuyten Duyvil, that accident could 
have occured, or would have occured ? : 

“ Answer.—I do not think it would bave been possible 
for it to have occurred under the block system, unless ove 
signal man had made a mistake, and not only would it have 
been necessary for one signal man to make a mistake, but it 
would have been necessary to bave had a coincidence of 
mistakes upon the part of the signal man and the locomo- 
tive runner in stopping at these points. These two things 
would have been obliged to coincide at the same time to have 
created the accident, and that places the probability of it 
so far beyond anything tbat is at all reasonable that it isnot 
likely it would bave occurred.” 

Quite singularly, in this tunnel accident, there was 
exactly such a coincidence of mistakes as referred to in 
the above testimony. A train was delayed and the sig- 
nalman failed to block the track behind it, and, in ad- 
dition thereto, the conductor of the delayed train failed 
to protect the rear of his train with signals, and, 
finally, when the collision occurred it was with a car 
pitifully weak and incapable, on account of its de- 
fective system of framing. to resist any severe col- 
lision. 

Now, why is it that the very improbable coincidence 
referred to in the testimony quoted should have oc- 
curred on this same line, within a few months after 
the Spuyten Duyvil accident? The answer is plain, 
The wrecked train in the Spuyten Duyvil accident 
stopped in an unusual place; probably no passenger 
train was delayed near the place where the accident 
occurred once a year; so that it would have been in 
the highest degree improbable that a signal-man there 
would have failed in his duty simultaneously with 
the delay referred to. In the tunnel the case was dif- 
ferent. The southward traffic of three great lines 
was there concentrated on one track on the morning 
of the accident. The trains were all more or less de- 
layed, were close together, the smoke in the tunnel 
prevented a train in front from being seen from the 
one following, so that a single error of a signal-man 
was almost certain to cause an accident if there was 
sufficient delay of a front train for a rear one to catch 
up with it. Besides these circumstances, when trains 
are very close together. and there is delay at more 
places than there are brakemen to send out, obedience 
to the order to protect the rear becomes impossible. 

Now what can be done in such cases, and how can 
a coincidence of such errors as that which caused the 
death and injury of nearly a score of people be pre- 
vented? As the Evening Post remarked in a recent 
article, ‘‘ the Fourth Avenue Tunnel is as dangerous a 
bit of railroad as there is in the world.” For this rea- 
son the most approved signaling appliances known 

should be used, and the most mature knowledge and 
experience should be employed to provide a sigral 


system which will give the highest degree of safety. 
Experimenting with untried inventions is out of place 
here. Happily there are several systems in use for 
preventing, or at least diminishing, the risk of a coinci- 
dence of mistakes like that described. If these are 
used, the starting signal at a station cannot be given 
to permit the entrance into a block section without 
the consent and concurrent action of the signal-man at 
both ends of such block section. Thus, if the line in 
the Fourth Avenue Tunnel had been provided with 
such appliances, it would have been impossible for the 
signal-man at Ninety-sixth street to give a signal ‘‘line 
clear” to the Portchester train without the consent 
and concurrent action of the signal-man at Eiglity- 
sixth street. This makes the chance of a mistake 
many times less probable than it would be without 
such appliances. 

As the Fourth avenue line is only a few miles long, 
and as the New York Central is a rich corporation, 
there is no sufficient excuse, by reason of the cost of 
such appliances as have been described, for not using 
them. The nature of the traffic in the tunnel is of 
such a character that the public has not only a right 
to demand that ordinary safeguards be used, but to 
hold those who contro] expenditures in the highest 
degree culpable if they do not provide the very best 
and most reliable appliances for controlling their 
traffic which human ingenuity can devise, or the most 
mature knowledge suggest. 

Of the New Haven Company it may be said that the 
sooner its cars constructed like the one that met with 
the accident are taken out of service the safer will 
be those who travel onits road. The responsibility 
for the continued use of such badly constructed 
equipment will rest with the board of directors, and 
it would, perhaps, be well if some of the daily papers 
would give more attention to the responsibility of 
these officers for accidents which occur and less cen- 
sure to their servants, who are usually powerless to 
control the needed expenditures for proper equipment 
and safety appliances. 





August Accidents. 

Our record of train accidents for August, given in full on 
another page, shows for that montha total of 139 acci 
dents, by which 46 persons were killed and 218 injured. 
There were 65 collisions, in which 27 persons were killed 
and 117 injured; 70 derailments, with 18 pers ns killed and 
100 injured, and four other accidents, in which one person 
was killed and one injured. 

Twenty-six accidents caused the death of one or more per 
sons each; 28 vaused injury but not death; while in 85, or 
61.2 per cenc. of the whole number, no serious injury to per 
sons is recorded. 

Twenty-six of the killed and 117 of the injured were rail- 
road employés, while 20 of the killed ani 101 of the injured 
were passengers or others riding on the trains, the number 
including several tramps stealing rides. Employés made up 
56 5 per cent. of the number killed, 53.4 per cent. of that 
injured, and 54.2 per cent. of the whole number of casual- 
ties. 

As compared with August, 1881, there was an increase of 
10 accidents, of 15 in the number killed and of 151 in that 
injured, the number of injuries reported in August last year 
having been very small. 

These aczidents may be classed as to their nature and 
causes as follows : 

COLLISIONS: 






Butting collisions 
Crossing collisions. 








cans Gls RekeeshwehtRhheeeNnacdll | beenk beie 
Broken truck...... EPEeK: S 

cS 
Accidental obstructi n. 
Cattle on track......... 
Misplaced switch....... 
Neglect to use signals 
Pu nn 5. Sons 6hebaesds 6663066 evere - 
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Broken axle, not causing derailment. ..... 


Five collisions are attributed to fog ; five to mistakes in 
or failure to obey dispatchers’ orders ; four to misplaced 
switches ; four to trains breaking in two, and one to runa_ 
way cars on a grade. 

Of the four broken bridges one had been partly burned 
through before the train atterrpted to cross it. Two are re- 
ported as iron bridges, one of them about ten years old, the 
other comparatively new. 


The general classification of these accidents is as follows: 


Causes. Collisions. Derailments. Other. Total: 
Defects of road............ aa 14 - 14 
Defects of equipment... . 4 9 4 17 
pone in operating.. 60 8 ~ 68 
Unforeseen obstructions.. .. 15 *< 15 
Maliciously «aused........ 1 3 ea 4 
Unexplained........ ...... = 21 ” 21 

WE pico cites natteanm 65 '70 4 139 





The proportion of accidents due to negligence in opera” 





ting—that is those which might be prevented by more care 
among employes or by stricter discipline—was 49 per cent. 
of the whole number. There is no doubt that some of the 
others, to say nothing of the unexplained derailments, might 
properly be classed as preventible accidents. 
Three malicious derailments are reported, one caused by 
an obstruction placed on the track and two by the mis- 
placing of switches. The malicious collision was caused by 
some persons, said to be boys, taking off the brakes of cars 
left standing over night and allowing them to run down a 
steep grade and into a standing train. 
The number of unexpiained derailments is proportionally 
somewhat smaller than usual. In a few cases it is impossi- 
ble to fix exactly the cause of a derailment, but the larger 
prt are reported as unexplained on account of the too great 
brevity or vagueness of the reports of accidents received. 

A division according to classes of trains and accidents is 
as follows : 


Accidents: Collisions. Derailments. Other. Total. 
To passenger trains....... 3 19 2 24 
To a pass. and a freignt.... 12 * 13 
To freight trains.......... 50 51 2 103 

errr 65 70 4 139 

Casualties : 

OS | Rr ere 27 18 1 46 
a  Seerrerrrris 117 100 1 218 
_ eer eeee rere 144 118 2 264 


Accidents happened thus to 204 trains, of which 39, or 
19.1 per cent., were passenger trains, and 165, or 80.9 per 
cent., were freight trains. Even this proportion of passen- 
ger trains is probably much above the true one, for it is the 
accidents to passenger trains that excite attention and are 
pretty sure to be reported, while many freight run-offs are 
known only to the trainmen and their immediate superiors, 
and escape report unless they happen to cause delay to 
passenger trains. It is, however, true that accidents causing 
death or serious personal injury seldom escape notice. 

There were 75 accidents in daylight and 63 in darkness, 
while in one case the time is not definitely given. The pro- 
portion of night accidents is somewhat greater than usual. 


Probably the most noticeable feature of the mont'’s rec- 
ord is the large number of collisions, and especially butting 
collisions. The butting collision is peculiarly an accident of 
management. A sudden storm, a land-slide, many other 
things which cannot well be foreseen, may cause derail- 
ments ; a break-dcwn, a fog or some such cause may explain 
a rear collision, but a butting collison in its nature presup- 
poses carelessness or a mistake somewhere, and the blame is 
generally supposed to rest between the train dispatcher aud 
the two men upon whom devolves the movement of the train 
itself, the conductor and the engineer. That such accidents 
should increase in nu mber is not creditable. 


Reference has often been made to the number of collisions 
resulting from broken trains. These made hardly as great 
a figure last month as usual, but there were enough tu show 
that the strength of car-czouplings needs attention. 

A very common cause of rear collisions seems to be the 
running of trains so close together that, in case of a mishap 
to the first train, or a sudden st »p from any caus2, there is no 
time to warn and stop the next one. This is especially true 
of freight trains running in sections, as they are run on 
most roads with heavy traffic. Where there is no block 
system—and the block system is in use on comparatively 
very few miles of road—this will always be a source of 
langer. It does seem, however, that many of the accidevts 
from this cause might be prevented by greater care, and 
this would certainly result from the holding of trainmen to 
a stricter responsibility, and from the general stiffening of — 
discipline which is needed on so many roads. 

Eleven accidents—seven derailments and four collisions— 
are reported from misplaced switches. One flagr.nt piece 
of carelessness is reported, where a bridge-gang removed a 
small bridge which they were abcut to replace, but neglected 
to put out any signals until a train bad gone into the gap. 

The weather of the month was generally favorable, and 
there was not an unusual number of what may be called the 
accidents of the season. 

For the year ending with August, the record is as fol- 

lows : 


Accidents. Killed. Injured. 
144 56 227 


131 31 133 
- 133 50 120 
. 113 36 96 
137 41 198 
88 23 69 
99 29 101 
81 18 61 
94 24 86 
72 35 193 
$2 18 56 
139 46 218 






407 1,558 

Totals, same months, 1880-81... 394 1,518 
ve a = 1879-80... 2°9 054 

- " a 1878-79 196 758 


The averages per day were, for the montb, 4.48 accidents, 
1.48 killed and 7.03 injured; for the year, 3.62 accidents, 
1,08 killed and 4.27 injured. 

The average casualties per accident for the month were 
0.331 killed and 1.568 injured; for the year they were 0.298 
killed and 1.178 injured. 

The averages per month for the year were 110 accidents, 
34 killed and 180 injured, against similar averages of 122 
accidents, 33 killed and 127 injured in 1880-81; 74 acci- 
dents, 20 killed and 79 injured in 1879-80; 70 accidents, 16 
killed and 63 injured in 1878-79. 

The number of accidents in August was exceeded in only 
one other month of the year; the number of killed in only 
two months, and that of injured in only one month. Sep 
tember, judging from the reports thus far received, is likely 





to have even a worse record than that of August. 





602 


THE RAILROAD GAZETTE. ' 








(SEPTEMBER 29, 1882 





August Earnings of the Pennsylvania Railroad. 


We pay special attention to the earnings and expenses of 
this railroad because its system is so Jarge and shares to 
such an extent in the traffic of the whole country that its 
earnings probabiy represent better than those of any other 
one road the condition of railroad business of the country as 
a whole—certaiply betier than those of any other railroad 
that reports its earvii gs mouthly. 

But if we should accept the Pennsylvania’s * ugust earn- 
ings as a criterion for the whole country, we should be 
fored to conclude that railroad business was then much 
better than ever before in the bistory of the country; and w® 
hasten to say that doubtless the Pennsylvania’s lines in that 
month had a greater acct ssion of traftic than the roads fur- 
ther north, or those south of the Ohio River. They more 
than any other great system, except thatof the Baltimore & 
Obio, drain the country whicb since the middle of July has 
been marketing the uew croys, and this must have had a 
very great effect on their traffic. 

For August the gross earnings of the Pennsylvania's lines 
east of P.ttsburgh and Erie were $861,201 (224 per 
cent.) more t!.is year tban last. The working expenses were 
$272,845 (111¢ per cent.) greater, and the net earnings 
$538,356 (403g er cent.) greater. Nor is this great increase 
jn earnings ard prcfits due to small ones last year. On 
the contrary, the effect of the railroad war was less visible 
on the Pennsylvania than on almost any other road, at least 
until much laterin theseason. Last year its earnings in 
August were larger thaa in any previous month of the year 
except March and Mey, and larger than iu any month of 
avy preceding year since the months of he iviest Centennial 
travel. The net earnings were not so large in comparison, 
but they were just about equal to the average for the 
year. 

For ten successive years the gross and net earnings and 
work.ng expenses in August bave been: 






Gross Net 
carnings. Expenses. earnings. 
$2,257,910  $1,158,3.1 


2,137,747 1: 166,184 
x 9. 9, 587 1,221,0;8 
1.707, *365 > 4,997.457 
1,609,097 1,174,015 
1,485,950 1,436,651 
1,725,718 1» 27 7,000 
2,6 68,87 1,554,451 

2,365,472 1,444,506 
3 5,517 2,032,862 


The increase in gross yen over 1879 is 5614 per ceut., 
and in net earnings it is 6134 per cent ,in spite of an increas: 
of 53 per cent. in expenses. The gross earnings are much 
larger than ever before in a month. The montbs where 
they bave exceeded $4,000,000 have been: 


Year. Earnings. 
lo73 ... . .$4,0 9,198 
187u.. .. 4.064, t29 
1882.. -. 4,1 ,877 
6 .. 4,098.757 
- * 4,149,150 
” 4, 671, 179 


Th ‘ugh the working expenses in Augus* were larger than 
ever belore since 1873, the net earnings were the largest 
ever made except in September and October of 1876, when 
Centennial travel cr: wded the roid. a lirgest net eara_ 
ings previously since 1876 were $1,799,226, in March, 1881 
This gain of net earnings cver ee of last year is of 
itself equal abut 0.7 par cent, on the present capital stock. 

The excess of the net earnings of the lines leased and con- 
trolled west of Pistsyirz1 11d Evie over tha interest and 
rentals acc: uing in August was $293,612, against $212,640 
in the entire seven months previcus. This profit is, how 
ever, $62,165 less than in August last year. 

For the eight months ending with August the earnings and 
expenses of the lines east of Pittsburgh ard Erie have been, 
for six successive years: 


Gross Net 

Year. earnings. Fxverses. earnings. 

WOTE casas é oe $12,617 050 $6,352,798 
SRE ee 19,9 52,2 22,07 .660 7,853.6 02 
Li. ee ss bees Weeeeee éa3 13,077.25 8. 02,470 
Serre rant ere 26:00, 74 10.054.6 8 1095 ,..96 
Se | eer ee --- 29,145,240 17,210,607 1:,93' 2.6 5 3 
18382... . 31,471,178 19,601,209 ll, *309,379 


Compared with last year there is an ivcrease of $2,326,943 
(8 per cent.) in gross earnings, but a decrease of $62,553 
(6 per cent.) in net earnings, due to the enormcus increase 
of $2,38),495 (14 par cent.) in work'ng exp nses, which are 
50 per ceat, greater than in 1879. The gross earnin s and 
expenses are much larger than in any other year, and the 
net earnings were: xceeded only las: year 

Ou. all the lin_s west of Pittsburgh and Erie the excess of 
net earniugs over interest and rentals for the eight months 
this year was $506,252 against $2,160,(87 last year, 
$1,611,963 in 1880, and a loss of $422,753 in 1879 
The decrease in these pr. fits, compared with last year, is 
$1,654,535, which added to the $62,5- 3 decrease in the net 
ear.ings of the eestcr» lines mukes a falling-off of $1,717,- 
O88 in the profits of the Pennsylvavia Railroud Company— 
about 2 per cent. onits stock. This seems formidable; but two 
montbs earlier the decrease was no less than $2,502,041, or 
83 per cent, on the stock. At this rate the profits for the 
whole year will be quite as large as last year, which we be_ 
lieve may reasonabiy be expect.d. During tbe remaining 
four months last year there was a decrease of $812,387 in 
tLe prcfits of the two systems, compared with 1880. Produc: 
traffic was made light by the crop failures, and rates were 
ruinously low. Now there is plenty to carry and paying 
rates are obtained. 


The Late Ashbel Welch. 


Ashbel Welch, one of the oldest and most distinguished 
of American engineers, died Sept. 25 at his home in Lam- 
bertville, N. J., after an illness which closed a period of 
more than a year of declining heaitb. 

Mr. Welch was born in Madison County, N. Y., Dec. 4, 














| high a standing in bis profession, 


1809. He was educated at the old Albany Academy, uoder 
Prof. Henry, afterwards of the Smithsonian Institation, 
and early developed those qualities which later gave him so 
When 18 years old he 
began active life as an assistant to his brother, Sylvester 
Welch, who was then Engineer of the Lehigh Can]. Asso- 
ciated with bim weie Solomon W. Roberts, W. Milnor Rob- 
erts and Edward Miller, all atterwards well-known engi- 
neers. 

Iu 1830 Mr. Welch entered the service of the Delaware & 
Raritan Canal Company, and in 1886 he was made Chief 
Engineer, becoming soon afterwards Chief Engiveer also ot 
the Camden & Amboy Railroad, when the raiJroad and 
canal companies united and became the * juint companie- ” 
so well known 10 New Jersey. In this capacity he had fu.] 
scope for his ability, and he was instrumental in introducing 
the T-rail, improved systems of sign ls and switches, the fish 
joint, and many other improvements which lay at the foun- 
dation of modern railroading. 

The present generation of engineers can hardly appreciate 
the difficulties which beset Mr. Wel-h, Mr. Latrobe and 
their contemporaries. In their day there was no railroad 
practice and no body of experimental knowledge to which 
they could refer; everything was new, and they were com- 
pelled torely upon themselves, making their own experi- 
ments and, as it were.creating the railroad system, whose 
future greatness Mr. Welch at least foresaw. 

In 1850 and the two following years Mr. Welch located 
the Belviderc-Delaware .oad a: dsuperintended its construc 
tion, which involved much difficult work. In 1853 he had 
charge of the enlargement of the Delaware & Raritan Canal, 
a work which was cumpleted ina remarkably short time, 
in spite of the many difficulties attending its execution in 
the winter season. 

During «all this time he had bren intimately asso iated 
with Commodore Stcckton, and rendered him great assist- 
ance in the bu'lding of the famous steam frigate ‘* Prince- 
ton.” and in his experiments in the construction of heavy 
ordnance, 

In 1862 Mr. Welch was chosen Vice-President of the Cam- 
den & Amboy Railroad and the Delaware and Raritan Ca- 
nal companies, and remained their chief executive officer 
until 1867, when a partial union with. the New Jersey Rail- 
road Company was arranged. He wasthen chosen President 
of the joint board of the Associated Compames, and held that 
vosition until the lease of the New Jersey rvads to the Penn- 
sylvania Railroad Company in 1871, Under the Pennsyl- 
vania he was Chief Engineer in charge of new works anda 
improvements on the New Jersey lines for a time, and after 
wards Consulting Engineer. 

With increasing age be retired somewhat from active 
work, Lut was still deeply interested in his profession, and 
made sume valuable contributions to engineering bistory. 
At tue time of his death he was President of the Uuited New 
Jersey Railroad & Canal Company, Consulting Engineer of 
the New York, West Shore & Buffalo road and President ot 
the American Society of Civil Engineers—an institution of 
which he was one of the earliest and most useful members. 

Mr. Welch’s bealtb has been failing for some time past, 
and his death was a sbock, but hardly a surprise. The death 
of his wife some three years ago was a severe blow to him, 
from which, indeed, he never fully recovered. He leaves 
several cbildren, all of them grown up. 

Personally, Mr. Welch was the most upright of men, and 
was always a courteous gentleman, who will be sincerely 
mourned by very many friends who appreciated his personal 
qualities as well as bis great abilities. He was almost the 
last of that generatiou of great engiueers who created the 
American railroad, and whose life work is a worthy study 
and example for their successors. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tiou of the laying f track on new railroads as follows : 

Burlinyton, Cedar Rapids & Northern.—Track on the 
Pucific Division is extended from Spirit Lake, Ia., north- 
west 15 miles. 

Chicago & Northwestern.—Track on the Sioux Rapids 
Bruach is extended from Peterson, Ia., west to Orange, 25 
miles, 

G nesee Vulley.—Track laid between Portageville, N. Y., 
and Nunda, 8 miles. 

Nevada & Oregon.—Extended northward to Long Val- 
ley, Cal., 13 miles. Gauge, 3 feet. 

New Orleans & Northeastern.—Track laid from Meridian, 
Miss., south by west to Enterprise, 27 miles. Gauge, 5 feet. 

Oregon Rrilwty & Navigation Co.—The Buker City 
Branch is extended southeast to Pendleton, Or., 5 miles. 

Pittsburgh, Churtiers & Youghiogheny.—Track laid from 
Chartiers, Pa., west 5 miles. 

Toledo, Cincinnati & St. Louis.—Track laid from Ramsay, 
Ill., west by south to Fillmore, 15 miles. Gauge, 3 feet. 

Western North Caro'ina.—The track is extended southwest 
to Wayneville, N. C., 8 miles. 

This is a totai of 121 miles of new railroad, making 7,285 
miles thus far this year, against 4,774 miles reported at the 
corresponding time in 1881, 3,607 miles in 1880, 2.224 
miles in 1879, 1 267 miles in 1878, 1,396 miles in 1877, 1,677 
miies in 1876, 894 miles in 1875, 1,396 milas in 1874, 2,778 
miles in 1873 and 4.970 miles in 1872 








CHICAGO RAIL SHIPMENTS EasTWarD for the second and 
third weeks of September for three years have been, in tons: 





Week to 1889, 1881. 1882. 

ae . 31.260 64,765 36,878 
Sept. 21.....---. eer 844 63,855 35,611 
Two weeks...........c0065 €5,104 128,620 72,489 





cent. less than last year, but 113¢ per cent. more than in 
1880, which was the year of largest profits from this traffic. 
The gross earniogs from the shipments fur the two weeks 
must have been about at the rate of $100 this year for every 
$89 last year and $108 in 1880. 

The percentage of the total carried by each road in these 
weeks was: 


Mich. Lake Ft. Pr, C2 
Week to C. G. T. Ce * Shore. W: azee t. L. B.&O, 
pee: 16... 43 21.1 21.5 28.3 7.8 7.0 
oF OC od “aL 6 23.7 17.9 89; L 10.5 72 


These percentages do not vary greatly from the recent 
averag s 

Thes nioments for seven successive weeks since July have 
been, in tons: 





— —— ————Week to—-—— ——— —_ 
Aug 7 Aus. 14. Aug. 21. Aug 31. Sept 7. Sept. 14. Sept2] 
24, 813 2.921 27,687 *37,902 38,106 36,878 35,611 


* At that rate; being 36,877 tons for the ten days ending Aug. 21. 

The falling off iu the third week of Se»tember was, there- 
fore, but trifling, and for four weeks shipments have 
been large and quite steady. The comparison with last year 
is of little significance, because of the rates then ruling; but 
if we go bick to 1880 we find that the aggregite shi »ments 
for the corresponding four weeks? then were 1 5.016 
against 148,497 this year. In 1880 there was the remainder 
of the largest corn crop we ever had to be marketed, and 
the beginning of our largest wheat crop. In view of this, 
the shipments this yew must be cons dered very satisfac- 
tory, and it isin fact somewhat surprising that so large a 
a proportion of the grain shipped from like ports gues by 
roil. 
For the week ending S»pt. 23 the shipments billed at 
Chicago (not including those billed from p: ints further west 
to the East through Chicage, which are included in the 
above figures) were 27,187 tons, against 57.036 tons in the 
corresponding week of last year, ani 29,812 tons in the 
previous week of this year. Compared with last year there 
is very little decrease inthe prov sion shipments, but flour 
shipments have fallen off 37 per cent., an] graia shipment: 
662g per cent. 


THE Activity OF TRUNK- LINE TRAFFIC cannot be judged 
by the Chicago shipments alone, the east-bound even less 
than the west-bound. There are special circumstances 
which affect the Chicago traffic which do not apply to ship- 
mens from points further south, We have heretofvre 
called attention to the fact that in spite of the bad harvest 
last year, shipments from Chivago in January and February 
last were much larger than ever before in those mouths, and 
in January they were larger than in any previous month, 
But in those months the total trunk line shitments were 
quite small; and in January the Chicago shipments were 
more than ha'f of the total east-bound movement over the 
trunk lines. The crops were comparatively good in and 
north of the latitude of Chicago, and much worse further 
south; and speculation made prices so very high in the early 
part of the year that the farmers, who are no fools, burned 
tbeir grain forward, and shippers also took advantege of 
the ruinously low rates then accepted between Chicago and 
the sea-board, 

In the summer, however, only a part of the Chicago skip- 
xents go by rail, while most of the places much furtber 
south have no other convenient outlet; and in July and 
August itis the country further south that ships mo-t of 
the wheat, the crop not being mature in the country which 
is peculiarly tributary to Cnicago. Then the rail sbip- 
ments from Chicago are a very much less propcrtion of the 
total shipments over the trunk lines, Last August the later 
were nearly six times as great as the Chicago shipments, 
while in Junuary they were not twice as great. 

Our weekly stutements show that the Chicago shipments 
recently have genera.ly been not half as great as last year* 
but the falling off in the total east-bound mouvement over 
the trunk lines in August we understand to have been only 
about 15 per cent , though rates are nearly twice as bigh as 
last yeer. 

The west-bound movement, which last year was grestly 
stimvlat d by the war rates, has been this month about 
one-fourth less than last year, but still much larger than in 
any preceding year. Tne present rates permit some sbip- 
ments by the more ind.rect routes, which almost wholiy 
ceased during the railr oad war last ye ear. 


THE PROSPECTS FOR A LARGE Hoe TRAFFIC are not very 
good. One of the most significant features of the September 
report of the Depirtment of Azricuiture is its statement of 
the stock of hogs in the country. It will be remembered 
that hogs have been very }.igi for a year, so that there has 
been a strovg inducement to increase the supply ; but 
against this was the great scarcity ol corn, which has made 
it very costly, and in many cases impossible, to maintain the 
usual stock. The latter has evidently bad great effect, for 
the Department’s correspondents report a decreas: in the 
number of hogs compared with last year amounting to 
25 per cent. in Kentucky. 29 in Oxio, 25 in Indiana, 24 in 
Llinois. 20 in Iowa, 30in Missouri, 5 in Kansas, and 2in 
Nebraska. These are the great corn and hog states. and so 
great a decrease in so importanta product will be felt very 
decidedly in transportation and business. Itisa loss, too, 
which cannot be made good in one year, as it takes time to 
breed and grow animals, though hogs multiply more rapidly 
than any other domestic animals. 

In the Southern states there is also a very considerable 
decrease in the stock of hogs from 1 to 22 per cent. in the 
different states, and in the aggregate probably as much as 
10 per cent. In the Eastern and Middle states there is a de- 
crease, butit is small. No important hcg-growing state re 





For the two weeks the sh.pments th's year are 44 per 


ports an increase, unless Minnesota may be regarded as 
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such ; it has 4 p+r cent. more than last year. 
western roads will suffer most from this declive, but those 
which carry from the Northwest to the East wil also suffer. 
Is should be said that the decrease in movement bas been 
great for many months, that is, that the reduced stock has 
already made its lf felt very distinctly. It is the winter 
movement which is heaviest, however, and then the falling- 
off will probably be felt mere than heretofore. 





CANAL RaTES advanced half a cent a bushel Monday to 
6 cents for corn and 614 for wheat from Buffalo to Chicago, 
A break in the canal has interrupted navigation for about a 
week and caused shipmeuts to be small, and doubtless has 
made the supply of boats at Buffalo unusually small. 

Ocean rates have fallen, and this week were quoted at 3 d. 
and 314d. per bushel from New York by steam to Liver- 
pool. 

Lake rates have remained steady at 214 cents a bushel for 
corn and 244 for wheat from Chicago aud Milwaukee to 
Buffalo. Itis said that many sail.ng vessels lay idle rather 
than accept these rates, which is an indication that there 
will be no great advance later, as a smail increase in the 
rate due to larger shipments would call out a large increase 
in tonnage. 











Tae GRAIN SHIPMENTS DOWN THE MISSISSIPPI have been 
quite steady since they were resumed, after the winter wheat 
harvest. Down to the middle of July,the total shipmentstbis 
year had been 2,8)4617 bushels, an average of 100,165 
bus‘els per week. Since that date down to Sept. 16, nine 
weeks, the river sh'pments have been 2,651,334 bu-bels, or 
an average of 294.593 per week. Butin th+se nine weeks 
the larzest shipments of any one week were 372,56 t bushels. 
in the same nine weeks the grain exports of New Orleans 
were 1,593,505 aguinst 672,012 in all the rest of the year— 
that is, at the rate of 23,176 bushels per week down to July 
23, and 199.188 bushels since. The business is not a very 
large one now, but the chauge in it since harvest is notice- 
able. 


General Bailroao Wews. 


MEETINGS AND AYNOUNCEMENTS, 


Meeiings. 

Meetings will be held as follows: 

Chicugo & Eustern I/linvis, annual meeting, at the office 
in Cnicugo, Oct. 3, at noon. 

Evansville & Te-re Haute, annual meeting, at the office in 
Evansville, Ind., Oct. 16. at 11 a. m. 

Ohio & Mississippi, annual meeting, at the office in Cin- 
cinnati, O t. 12, at lv a. m. 

Buffalo, New York & Philadelphia, annual meeting, at 
the office in Buffalo, N. Y., Oct 4. The transfer books close 
Sept. 28. 











Railroad Conventions. 

The Master Car-Builders’ Association will meet in con- 
veution, pursuant to adjournment, on Oct. 10, at Niagara 
Falls. 

Th: Southern Rtilway Tim? Convention will meet at No. 
46 Bond street in New York, Oct. 18. 

Tue Associ tion of Americar Railroad Superintendents 
will hold its fourch meeting at No. 46 Bond street, New 
York, Oct. 18, beginning at 10 a. m. 

The Brotherhood of Locomotive Engineers will hold its 
annual convention in Louisville, Ky., beginning Oct. 1t. 

Tue Americun Society of Mech «nical Engineers will bold 
its stuted annual meeting in New York, Nov. 2. Arrange- 
mens for the meeting will be unnounce. hereafter. 


Dividends. 

Dividends have been declard as follows: 

Georgia (jeas-d to the Central, of Georgia, and the Louis 
vil.e & Nasbvilk), 284 per cent , quarterly, payatle Oct. 15. 

Chicago, Ruck Istund & Facyte 18% per cent., quarteriy, 
payanie Nov. 1. Transfer books close Sept. 30. 

Dubuque & Siovs City Jeased to Ilmois Central), 3 per 
cent., semi-annual, payabie Oct. 16. 

Camden & Atluntic, 4 per cent. on preferred stock and 3 
per cent. on common stock, payable O-t. 16. 

Cumberland Valley, 2:4 per teut, quarterly, payable 
Oct. 2. 

Lake Shore & Michigan Southern, 2 per cent., quarterly, 
payable Nov. 1, Transfer books close Oct. 2. 

Dunbury & Norwulk, 24 per cent. semi-annual, payable 
Oct. 2. Trans.er books cluse Sept. 25. 

American Society of Mechanical Engineers, 

The Secretary informs us that the foltowing papers are 
already promised f..r the meeting on Nov. 2 vext: 

**T..e Protective Vaiue of Builer Inspection,” by Francis 
B. Allen. 

‘* Ditticulties of Road _ Locomotion—Tkeir Cause aud 
Cure,” py U. C. Hill, M. E. 

Brotherhvod of Locomotive Engineers. 

The meeting of tue Brotherhood in St, Louis last week 
came very pear resulting m a strike of the engiveers. The 
St. Louis Republican, vf Sept. 22, says: ** The locomotive 
engineers, who bave been In session two or thre days vere, 
yesterday had a short conference with Mr. Talmage, and a 
comwiittee presented bim with the result of their delitera- 
tious. These were mainiy determmiug what sbouid be con- 
sidered a day’s work, end what the pay shou.d be for a day’s 
work. It is understood that Mr. Tulmage gave a wri.ten 
response embodyivg bis views of the matter, which it ap- 
pears was not sutistac:ory tv the committee, as it was not in 
compliance witb their demauds. Further time was given 
for a more explicit reply, at the end of which, no answer 
having been receiv d, the engine rs then telegraphed to Mr. 
Arthur, of Cleveland, the Grand Chief Euyiveer of the 
Brocuerhood or Eugine: rs in the United States and Canada, 
requesting him tu come to St. Louis, us it 1s to tuis official 
that requ.sts are maue to act asa sort of umpire in such 
cases.” 

It was understood at first that the demards of the en- 
giveers had been finally 1efnsed, and arrangements were 
tage tor a general strike on all the Gould lines. Later, 
however, a compromise was propo-ed and acc pted as ap- 
pears in the fuilowmg dispatch from S:. Louis, Sept. 25: 
“<The differenves between the locomotive engineers on the 
Gould railroads and the officials of that system bave been 
am.cably settthd and a strike prevented. M. Arthur, 
Gra: d Chie: Engineer of the Brotherhood of Engineers, a d 
& speciul commi tee of the Engineers’ Convention, which is 
in session here, bad a long couferei.ce witb General Manager 
Tuimage this noon, and the folowing schedule of wages was 
agreed upon: ‘Three and a half cents per mile for passenger 


The North- 


| satisfied with them. 


pe gay and 4 certs per mile for freight engineers; 100 
mi 


iles or less to constitute a day’s work, and all over 100 
miles to be paid for at: the same rate ; engineers running 
pushers to rec ive $90 per month, switen engineers $80 per 
month; all detentions over two hours to be paid for at the 
rate of 35 cents per hour, These terms are some bat under 
the original demands, but the engineers seem to be very weil 
It was further agreed that no en- 
gineer shall be discharged without a fair, impartial inves i- 
gation, provided the enzineer first submits bis case in wiit- 
ing to the proper officers of bis road, and if found innocent 
he is to receive halt-pay fur the time lost during the investi- 
gation ” 

In this case the engineers appear to have bad a real griev- 
ance. Their statement was that the terms on which they 
have been heretofore paid were so indefinite that it was im- 
poss:ble for them to know what constituted a day’s work, 
and toat they were often called upon to make extremely 
and fatiguing runs witbout any correspouding increase 
of pay. 


Pittsburgh, Ft. Wayne & Chicago Railway Em- 
ployes’ Mutual Benefit Association. 


The ninth annual convention of this Association met in 
Chicago, Sept. 19, and was opened with the usual for- 
malities, 

After the reading of the minutes of the last meeting 
President Wynkoop delivered his annual address, and in the 
opening alluded to Chicago in very complimentary terms 
for kindness and liberahty in making complete arrangements 
for the present meeting of th: convention. He reviewed 
the menek accomplished by the Assuciation, showing that, 
since its organization in 1874, it bad paid to the heirs and 
beneficiaries of deceased members the generoussum of $27,- 
500 in 25 assessments. The annual cost to each member aver- 
aged $18.50. The grand tota: of ben fitssince 1574 amounted 
te $144,247.50. The number of certificat-s of memtersbip 
issued to date was 3.172, of which 1,044 were forfeited, and 
97 ceased to exist by reason of the death of the holder, leav- 
ing the actual assessable membership 2,024. During the 
past year the number admitted was 162. Tue iacrease of 
membership would have been larger if there. had been 
a sufficient number «of printed copi+s of the constitution and 
by-laws of the Associit:on for distribution among railway 
employés, This deficiency, bowever, had since been reme- 
died ‘The balance to the credit of the expense account was 
$350.39. At present there were 98 divisions of the 
Association, 

The reports of the General Secretary and Treasurer were 
presented, and committees appointed. 

The Executive Committee presented reports on several 
disputed cases. 

In the afternoon officers were chosen for the ensuing year. 
It was decided to ho.d the next meeting in Eric, Pa. Sev- 
eral amendments to the constitution were laid over until 
next year. 

Tne disputed cases were decided, the usual routine business 
transacted and the convention adjourned. 








ELECTIONS AND APPOINTMENTS. 





Atlantic & P.tcific.—Mr. Charles R. Williams is appointed 
General Freight and Passenger Agent, with office at Albu- 
querque, N. ; in place of Mr. Juhn W. Mass, who nus 
gone to the Louisville and Nashville. 


Boston, Hoosac Tunnel & Western.—Mr. H. L, Morrill 
has been appointed Geveral Manager. He was recently 
Surerinvendent of Coustruction of the New York, Chicago 
& St. Louis road. 


Boston, Revere Beach & Lynn.—Mr. Charles A. Hammond, 
late Mast ‘r of C mstructioo and Maintenance, bas been ap- 
poluted Superintendent of the road. 


Cincinnati, Hamilton & Dayton —Mr. E. M. Bronson has 
been appointed General Traveling Passenger Agent. He 
was recently on tne Ohio & Mississippi. 


Danville, Olney & Ohio Ri er—At the annual meeting in 
Kansas, I')., the old hoaid was re-elected and the following 
otticers chosen: President, Parker C. Chandler; Vice-Pres.- 
dent and General Manager, James R. Maxwell: Secretary, 
Wo. H. Brown; Treasurer, Charles A. Hovey. Mr. Mex 
well has been heretofore Chiet E giueer. 


Genesee Valley.—Mr. Robert M. Patterson bas been ap- 
pointed Superintendent, with office io Rochester, N. Y. 


Indianapolis & St. Louis,—The officers of this comoany 
as reorganized are: President, J. H Devereux; Vive-Presi- 
dent, Stevenson Burke; General Manager, EK, B. ‘’aomas; 
Scecretary aod Treasurer, George H. Russeil. 


Lehigh & Hudson River.—Mr. Frank E. Smith is ap- 
pointed General Freight and Passenger Agent, with office 
at Warwick. N. Y. He was recently Evstern Traveling 
Agent of the Chicago, Miiwaukee & St. Paul. 


Maine Central.—Mr. F. W. Cram is appointed General 
Eastern Freight A zeat, and will have cbarge of the freizbt 
business east of Bangor, Me., with officein Banger. Mr. W. 
5. Exton is app intei General Western rreighy Agent, and 
will have charge of the fr_ight business west of Bangor, 
with office in Portland, Me. Mr. Cram was recently Super- 
intendent and Genera] Freight Azent of the European & 
North American road, now transferred to this company 
under Jease. 


Master Car-Fainters’ Association.—At the annual con- 
vention last week the olu officers were re-elected as follows: 
President, D. D. Robertson, Michigan Central, Detroit; 
Vice Pri sident, John Rattenbury, Chicago, Rock Isiend & 
Pacific, Chicago; Secretary und Treasurer, R. McKeon, 
New York, Peunsylvania & Ohio, Kent, Uaio. 


Minneapolis & St. Louis —Mr. L. F. Kimball is appointed 
— orthern Freight Agent, with office in St. Paul. 
inn. 


Missouri Pacific.—Mr. C. L, Leslie ha~ been appointed 
Assistant Superintendent of the Internati.nal & Great 
Nortbern Division, with office at Palestine, Tex. He will 
have especial charge of the distribution of cars. 


Nashmlle, Chattanoovua & St, Louis.—Mr, C. F, Jackson 
has been appointea Car Accountant, in place oi Richard 
McKinney, resigued. 

New rork, Chicago & St. Louis.—The following appoint- 
ments are annou ced by she General Freight Ageat: Com- 
mercial Agent at Cleveland, W. B. Thurber; Commercial 
Agent at Toledo, D. Blinn; Commercial Agent at Chicago. 
N. A. Skiuner; Local Freight Agent at Chicago, J. E. Lock- 
wood, 


New York, Pennsylvania & Ohio —Actiug General Mana- 
ger J. M Ferris bas been appointed General Mavager, Mr. 
P. D. Cooper resigning on account of continued ill-health. 


Northern Central.—Mr. A. J, Cass»tt having resigned the 








cffice cf Vice-President, tbe foilowing appointmeots have | 
been made: Vice-President, Frank Thomson; General ' 


Manager, Charles E. Pugh; General Superintendent Baiti- 
more Division, G. C. Wi kivs: Superintendent Sbamokin 
Division, Alfred Walter in plece of F. L. Sheppard, trans- 
ferred. These appointments result from the curresponding 
chang's on the Peunsy!vania Railroad. 


Northern Facific.—At the aunual meeting in New 
York, Sept. 21, tne following directors were chosen: Ben- 
jamin P. Cheney, J. L. Stack; ole, Boston; Jchn C, Bullitt, 
Philudelpbia; Henry E. Jobnston. Baltimore: Ashbel H. 
Barrey, August Relmort, Frederick Billisgs, Johu W. E lis, 
Robert Harris, Jr.. J. Pierpont Morgan, tte F. Oakes, 
Resewell G. Rolston, Henry Villard, New York. The rew 
directors are Messrs. Belmont, Bullitt, Jobnsov and Morg» n. 

The board re-elected Henry Villard, President; Thouas 
F, Oakes, Vice-President; Anthony J. Thomes, Second 
Vice-President ; Samu 1 Wilkeson Secretiry: R. Lenox 
Belknap, Treusurer; George Gray, General Couusel. 


Ohio River & Indiana —The officers of this new company 
are: President, Isaac B. Hymer; Vice-President, James 
Wil-on, J1.; Secretary, C. A. Layton; Treasurer, J. C. 
Hassenier. 


Pennsylvania.—Mr. Jobn Whittaker has been appointed 
Assistant Generai Freight Agent, with office in Pailadel- 
pbia. 

Mr. O. J. Greer (Line Freight Agent in New York) suc- 
ceeds Mr. Whitta er as General Agent for New York aud 
New England, with office in New York. 


Pittsburgh, Cincinnati & St, Louis.—Mr. W. W. Rey 
nolds is appointed Master Mechanic of the Second and 
Third divisions, Colunbu-, Cnicago & Indiana Central live, 
in place of George H. Prescott, who his gone tothe Van- 
dalia line. Mr. Reynolds has been on the New York Divi- 
sio of the Peunsyivania Raiirvad. His office is at Logans- 
port, Ind. 


Fittsburgh, Ft. Wayne & Chicago Railway Employés’ Mu- 
tual Benefit Association.—At the annual weeting in Chi- 
cago, Sept. 19, the following officers were chosen: Presi- 
dent. H. W. Wynkoop, Crestline, O.: Vice-Pr sident., 
Thomas Adams, Chicago; T. Gray, G. J. Parkin, Allegbeny ; 
General Secretary, T. M. Layog, Crestline. O.; Treasurer, 
J.J. Kirkland, Crestline, O.; Exe-ut ve Commit ee, J. M. 
Raifsnyder, T. J. Hutchinson, J. K. McCracken, Amos 
Baer, M. Jenkins; Auditing Committee, D. L. Zink, Isaac 
Howey, E. Pedler. 


St. Paul, Minneapolis & Munitob1.—Mr. W. S. Kemp 
has been appointed Assistant Superintendent of the Breck- 
enridge Division. 

General Superintendent S. R. Stimson has issued the fol- 
lowing circul tr: 

‘“*Mr. C. C. Wrensball having resigned the position of 
Master of Roads the office is abolished, and the following 
appointments are anneunved: J.C Brennan, Roid-Master 
of Fergus Falls Division, with hea: querters at Sr. Paul; J. 
W. Mayer, Road- Master of Breckenridge Division, i: c.uuing 
branches aud extensions, with heacquarte:s at Deiano, 
Minn.; M. Marston, Road-Master of Northern Division, m- 
cuding branches and extensions, with headquarters at 
Crookston, Mion. Road-masters will be »ccuuntable to 
division superintendents, and will make re qaisitions on them 
for ail material and sup; lies required, Tuey wil also sek ct 
their own assistants, sul! joct to the approv.1 of the General 
Superintendent. The ottice of Master of Roads having been 
abolished, until further notice the bridges, buildings ard 
water supply of this company will be in charge of Mr, N, 
= a Assistaut E igineer, with headquarters at St. 

vul, 

A St. Paul dispatch says that Mr. W. S. Alexander, 
heretofore General Freight Azent, will be hereafter General 
Traffic Manager. He will be succeeded as General Freight 
Agent by Mr. A. L. Mahler, late of the Burhugton, Cedar 
Rupids & Nortbern. 

Mr. A. H. Bode is to be Assistant to the President. He i 
now Traffic Manager of the Minneapolis & St. Louis. 








PERSONAL. 


—Mr. Richsrd McKinney has resigned his position as Car 
Accountant of the Nashville, Cnattanooga & St. Luuis road. 


—Mr. Leonard C. Legro bas resigned his position as Master 
of Transportation of the Loston, Revere Beach & Lyun 
10ad. 


—It is reroried that Mr. C.G. Warner has resigned his 
osition as Auditor of the Miss_uri Pacific Rai.road aud its 
eased and controlled lines. 


—Mr. Ashbel Welch, President of the United New Jersey 
Railroad & Canal Company ard of the Americau Society of 
Civil Engineers, died in Lambertville, N. J., Sept. 25, aged 
73 years. A more extended notice will be found elsewhere. 


—Mr. P. D. Cooner, General Manager of the New York, 
Pennsylvania & Obio rosd was given leave of abseare ou 
acc sunt of ill health several months ago. His beaith bas 
not at allimproved, and be oas now, for that reasou, teudered 
his resignation and it bas been accepted. 


—It is reported that Mr. J, N. Li:uter, Sup»rint»ndent of 
Motive Power on the Boscon, Loweli & Concord Liue, has 
accepted the appviotment of General S.perint-ndent of tbe 
Northern Division of the Mexican Central Rwilrvad, with 
headquarters at E! Paso. 


—Mr. Samuel J. Hayes, Superintendent of Machinery 
of the Illinois Central R»ilroad and T:ea>urer of tbe Master 
Mechanics’ Association, died at bis residerce in Cnicago, 
Sept. 21, aged 66 years A more + xtended accogmt ot Mr, 
Hayes’ hfe atd work will be found elsewhere, 


~ Mr. Wm. Walter Phelps, who ha_ been nominated for 
Couwgress by the Republicans of the Fif h District ot New 
Jers»y, is a large owner of rai'road property and a director 
of the Deleware, Lackawanna & Western and several: t its 
ailied conpames, the Houston & Texas Central and the New 
Haven & Northampton. Mr. Phelps was once betore (in 
1872) elected to Congress from the sume district, and served 
one term with distinction. 


TRAFFIC AND EARNINGS. 


Chicago Traffic Contracts. 

The representatives of the Chicago & Northwestern, the 
Ch cago, Milwaukee & St. Paul, the Chicago, Burling'on & 
Quincy, and the Chicago, Rock Island & Pacific Kuilroad 
Compaimes met in Chicago, Sept. 22, and sigued the agree- 
me tmade the previous day thus averting the toreatened war 
in regard to Northwestern business. The agreement on the 
passenger traffic is to maint. rates. Tbe Rock Island road 
is allowed to issue to shippers only a special ticket at a rate 
equal'zing it with the $20 thousard-mile tickets of the 
Northwestern and St. Pail roeds. ‘The agreement.is to go 
into effect Oct. 7, and is to last one year. The Chicago, Mil- 
waukee & St. Pavl road is admitted to the I»wa_ poo! oa 
equal terms with the other roads. The freight traffic agree- 
ment for the maintenance of rates wus also siguved by the 
companies. Tue minor details of the schedules will nut be 








~- 








604 





THE RAILROAD GAZETTE. 





(SEPTEMBER 29, 1882 











‘completed for some days. The freight agents of the agree- 
ing ruads were to meet in Miiwaukee on Monday for the 
purpose of taking the matter up. ‘These agreements cover 
not ouly the traffic to St. Paul, Minn., but to all North- 


western points. 
Railroad Earnings. 
Earnings for various periods are reported as follows : 
Right months ending 4. 31: 


‘ 1881. Inc. or Dec. Pc 
Buft , Pitts. & W. $557,302 25.875 I. $131,487 30.9 
Net earnings... 289,856 135,949 I. 153,0u7 1125 
Cin ,N.O.& T.P. 1,607,974 1,422,146 I. 185,828 13.1 
Des M. & Ft. Dge. 223, 243, D. 19,534 80 
N., Ch. & st. L.. 1/216,040 1,397,972 D. 181,932 13.0 
Net earnings. . 540. 58a,235 D, 44,336 7.6 
Norfolk & West.. 1,438,655 1,364,627 L 74.028 5.4 
Net earnings... 604,823 616,231 D. 11,403 18 
Northern Central. 3,823,342 3,600,688 I. 23,154 6.3 
Net earnings... 1,47 ,237 1,193,050 I. 273,177 = 22.8 
Pennsylvania. .... 31,471,173 144,255 L. 2,326,043 7.9 
Net earnings... 11,386,879 1,932,432 D. 62.55 0.0 
Phila. & Reading. 13,553,949 12,973,801 I. 580,148 4.5 
Net earnings... 2,759,650 5,732,067 I. 27,583 0.5 
Rich. & Danville.. 2,203,050 2,124,893 I. 78,157 3.7 
Utah Central..... PO? 62 eee al , haan toneaeay REN 
Va Midland. .... 862,886 804,615 IL. 98,271 7.2 
West Jersey...... 778,902 686,945 IL. 91,957 13.4 
Net earnings... 365,198 308,849 I. 56,349 18.38 
Seven months ending July 31: 
Gr. Rapids & Ind. $1,391,488 $1,249,294 I. $142,194 11.0 
Month of August: 
Buff., Pitts. & 
ak, Ae $91,422 $72,009 I. $19,413 27.0 
Net earnings... 43,761 41,993 I. 11,788 36.7 
Cin.,N.O.& Tex.P. 228,+19 227,740 I. 679 0.3 
Des M.& Ft. Dodge 28,242 01,450 D. 23,208 45.1 
Gal., Har. & San 
fo ree 150,000 112,000 I 38,000 33.9 
Nasb.,Ch. & St. L. 162,304 168,317 D. lla 
Net earuiags.... 68,23 67,560 I. 733 | 
Norfolk & West... 222,161 196,123 I. 26,038 13.3 
Net earnings... 115,621 99,398 I. 16,.23 16.3 
Northern Central. 067,48) 493,008 I. 169,480 = 34.0 
Net earnings... 371,221 94,335 I. 276,885 294.0 
Oregon &Cal .... EEG! ~“Vinuicaces sececscrowdesy ye 
Penns) lvania..... 4,671,179 3,809,978 I. 861,201 22.6 
Net earnings... 2,02, .62 1,444,506 I. 585,356 0.7 
Phila. & Reading. 1,975,993 2,40 ,957 D. 24,094 1.2 
’ Net eurnings.. 950,085 1,0.3,763 D. 54,678 5.3 
Rich. & Danville.. 296,054 294,937 = I. 1,197. U4 
Utah Ceutral...... 120,877 102,316 I. 18,561 18.1 
Net earnings... 61,0385 57,567 1. 3,518 6.1 
Va. Midiand...... 136,053 134,834 I. 1,219 0.9 
West Jersey..... 199,246 174,548 I. 24,698 14.7 
Net earnings... 109,296 102,624 I, 6,771 6.6 
Second week in September: 
Chi. & Eastern Ill. 395394 $33,855 I. $5,539 161 
Chi. & Gd. Trunk. 47,390 32,054 I. 15,336 47.8 
Grand Trunk..... 368,155 337,812 I. $u,343 9.0 
Third weck in September: 
Chi. & Northwest. $546,943 $515,400 I. $31,543 6.1 
Denver & R.G.... 39.784 144,261 D. 4,477 3.1 
Louisv. & Nash... 254,195 222,7 I. 31,495 14.1 
Northern Pacific.. 200,000 101,290 L. 98,710 97.7 
St. P., Minn. & M. 190,800 112,800 I. 78,000 69.0 


Grand Trunk earnings now include those of the former 
Great Western Railway. 
Petroleum. 
Stowell’s Petroleum Reporter gives the product of the oil 
regions of Pennsylvania and New York for August as fol- 
lows, in barrels of 42 gallons: 


1882. 1881. Inc. or Dee. P.c. 
Productlon ...00...ccse0e 3,104,495 2,331,727 L 772,768 33.1 
Shipments ......... . 2,047,.45 2,214,877 D. 167,328 7.5 
Stock, Aug. 31... ..... 31,772,094 25,095,187 I. 6,7u6.907 25.1 
Producing wells........ 19,600 17,250 I. 2,350 13.6 


The production was exceeded in July, but in no other 
previous month on the record. Very nearly two-thirds of it 
was from the Bradford and Allegheny districts, the new 
Northern fields. 

The shipments were exceeded in June and July, and in 
four months of last year. 

Of the stock reported 340,954 barrels were at the wells, 
100,000 in private tanks, and 31,331,140 barrels in the pipe 
lines and tanks. 

There were 253 new wells completed in August, and 194 
started drilling during the month. 

The Shipments for the month were as follows : 


P.c. of 


Barrels. total. 

TRO ON os vican, sbbiadedpccutnegeessekseass -. 813224 39.7 
PE nub iseuancktnatacven hknuweacaneecs 247 971 12.1 
IES cn cirubed dibgtviean, Wis Seeehaed\eneads 66,490 3.5 
Cid c ccsanebsismedosiaeateabakine ecpace 473,571 23.1 
oc , REA SET TEAR SS, Bert 106.797 5.2 
A + Si Daub iak Ge: oonnacareana, Ads dend 154,429 7.5 
Refined at Creek refineries... ...............--+ 185,063 89 
7 | SS ea ne ee 2,047,545 100.0 


‘Shipments of oil refined at Creek refineries (reduced to its 
equivalent in crude) were as follows: New York, 95,718; 
Philadelphia, 2,463; Baltimore, 2,004; Boston, 58,034; local 
points, 26,844; total, 185,063 barrels. 


Texas Refrigerator Line. 

A company to be known as the Texas Continental Trans- 
portation Co., to engage in carrying dressed beef in 
refrigerator cars from the South west, was formed in Chicago, 
Sept. 2. Its operations will be confined to the Huntington 
system of railways, with the Chesapeake & Ohio as an 
eastern outlet, and the Southern Pacific as a western outlet. 


Crops. 
The state authorities of Minnesota have collected statistics 
of acreage and estimated production, which compare as 








follows with last year: 

——-A --—— -——Yield, bushels.—, 

1882. 1881. 1882. 1881 . 
726,430 474,989 22.092,900 14,528,359 
2,547,677 2,963,984 42,036,660 32,683,162 
5,119 737,497 31,110,379 22,018.658 
308,287 203,349 8,138,776 4,150,913 
54,148 43,817 5,306,304 4,688,419 
ry rr 4,481,661 4,423,636 108,685,019 78,069,511 


Thus, with anincrease of only 58,025 acres (53¢ per cent.). 
there is an increase of noless than 30,615,508. bushels (89 
per cent.) in the product. The estimated yields for this year 
seem pretty high, however. They are 30 busbels an acre 
for corn, 1614 for wheat, 36.8 for oats, 26.4 for barley, and 
98 for potatoes. 

It is reported that the officers of the Northern Pacific 
estimate the yield of wheat on the line in Dakota at 9,500 - 
000 bushels. The Manitoba has estimated the production in 
the counties on its Dakota lines at 8 550,000 bushels. Two 
of these counties where produc ;ion is estimated at 4,480,000 
bushels are also in the Northern Pacific. 

According to these estimates, the production of North 
Dekota this year is 18,620,000 bushels ; which is probabl 
exaggerated. But by these estimates Minnesota and Nort 
— Scanner have produced but little more than the state 
of Illino’ 

Excessive beat. and drouth in August and the first half of 
September have reduced somewhat the promised great yield 
of corn in Kansas, leaving it large, however. 

Frost came in Minnesota, injuring some late corn, 


! 
especially on luw ground. 


per cent. of the -— is damaged. 
uhere was frost in Northern L[llinois, doing similar iujury. 
‘The crop is later in Illinois than further north, and a severe 
frost even now would injure a good deal of corn. A little 
damage tocorn in Nebraska is reported, though the frosts 
have been quite severe. There seems to have been more 
damage in Illinois south of the Northwestern road and north 
of the latitude of Peoria than elsewhere. 


Grain Movement. 


For the week ending Sept. 9 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past seven years: 
Northwestern ehipeene— 


.c. by Atlantic 





Year. By rail. rail. receipts. 
1876 ... 1,820,361 44.5 3,234,870 
iver... & 1,082,128 21.5 4,515,770 
1878... . 5,8: 994.118 205 6, 95.590 
1879.... 6, 1,299,302 21.3 6,956,954 
18s0.... 7, 7 1,914,23 i 39.0 5,39, 156 
IS8L.... 6,557.2 2,558,588 48.8 5,747,812 
1882... 5.897.365 5,014,840 2,144,813 42.8 5,045,912 


The receipts of the Northwestern markets were smaller 
than in any corresponding week but one since 1876, and 
560,000 bushels (844 per cent.) less than last year. They 
were nearly the same as in the previous week of this year. 
The shipments of these markets were exceeded in the corre- 
sponding weeks of 1877, 1879 and 1881, but not greatly, ex- 
cept in 1879. They were, however, the smallest for four 
weeks this year. The rail shipments have been exceeded in 
no corresponding week since, except last year, when the 
rates were but half as great, but they were less than any of 
the three weeks next previous this year. The earnings from 
them must have been about at the rate of $100 this year tu 
every $5914 last year, and $107 in 1880. The shipments 
down the Mississippi were 315,507 bushels. or 6.3 per cent. 
of the whole. The Atlantic receipts were smaller than in 
any corresponding week since 1877, and 702,0U0 bushels 
less than last year. They were a trifle greater than in the 
previous week of this year, but with that exception were the 
smallest since July. 

Of the Northwestern receipts, Chicago had 50.8 per cent., 
Toledo 15.8, St. Louis 15.5, Milwaukee 5.2, Peoria 4.9, De- 
troit 4, Duluth 2.8, and Cleveland i per cent. Toledo takes 
the second rank, which has very rarely happened in the Jast 
two or three years. Milwaukee begins to feel the spring 
wheat crop, and its receipts are the largest since May, and, 
with one cuoention, the largest since February. Duluth 
also shows that there has beeu some wheat marketed from 
the Red River valley, its receipts being nearly as large as in 
the whole month of August. 

Of the Atlantic receipts New York bad 54.8 per cent., 
Baltimore, 14.3, Boston, 10.8, Philadelphia 9, New Orleans 
8.3, Montreal 2.5, and Portland 0.3 per cent. New York’s 
percentage is the largest for nine weeks; Baltimore’s the 
smallest since the middle of July, and its receipts are the 
smallest in amount since the third week of July. The re- 
ceipts at Boston are the largest since May, and n2arly twice 
as great as the average in August. 

Of the exports for this week 37.2 per cent. were from 
New York, 21.1 from Baltimore, 14.3 from New Orleans, 
11.6 from Philadelphia, 11.3 from Montreai, and 4.4 per 
cent. from Boston. 

For the week ending Sept. 20 the Atlantic exports were 
8,310,414 bushels of grain and 165,708 barrels of flour this 
year, against 3,190,029 bushels and 53,971 barrels last 
vear, and 5,114,389 bushels and 97.970 barrels in 1880. 
The immense increase in flour is noticeable, and has bean 
for some time. 

For the week ending Sept. 23 receipts and shipments at 
Chicago and Milwaukee have been : 





——— Receipts.—— ——-Shipmeuts.-—— 

1882. 81. 1882. 1881. 
GORD. cccaccnses 2,798,051 3,359,681 2,441,353 2,808,187 
Milwaukee... .... 3<8,734 347,727 152,569 142,208 
TR vissssas'0en08 3,126,785 3,707,408 2,593,922 2,950 ,395 


The Milwaukee receipts are larger than heretofore. 
For this week ending Sept. 23 receipts and shipments at 
Buffalo were: 





———Receipts.-——, -——Shipments.—-— 

1882. 1881. 1882. 881. 
eer 746,500 713,200 973,500 1,209.400 
By water ....... 1.898,200 1,473.000 593,020 1,695,000 
Total...... 2,644,700 2,186,200 1,566,520 2,904,400 


There is an increase of 21 per cent. in told receipts, but a 
decrease of 46 per cent. in shipments, which decrease is 
chiefly by canal, due probably to the break which has inter- 
rupted navigation. 

or the week ending Sept. 21 receipts at four Eastern 
ports have been: 


Bushels: New York. Boston. Phila. Baltimore. Total. 
1882.... 2,730,278 267,925 244,150 676,686 3,919,039 
1881.... 2,351,495 267,247 591,550 679,110 3,889,402 
P. ec. of total: 

1882.... 69.7 6.8 6.2 17.3 100.0 
1881. 60.4 6.9 15.2 17.5 100.0 


There is very little difference in the total receipts for the 
two years, or in those at Buffalo and Baltimore, but there 
is a decrease of 347,400 bushels (5814 per cent.) at Philadel- 
phia. balanced by an increase at New York. 

For eight successive weeks receipts and shipments of wheat, 
corn and oats at Peoria, Indianapolis, Chicago, Milwaukee, 
Detroit and Toledo, huve been : 





———_-——-Receipts. Shi ts 

Week to Wheat. Corn. Oats. Wheat. Corn. Oats. 
Aug. 7...1,784,228 1,004,742 818,235 2,248,733 950,051 442,577 
Aug. 14 9 6,261 1,087,498 6835.30 13 2,449 55,102  492,5% 
Aug. 21...1,188.833 1,370,026 1,372,008 1,297,503 1,185,078 — 83,174 
Aug. 28...1,893,983 1,548,286 1,908,715 1,243,804 1,246,792 1,644,622 
Sept. 4...2,424.12) 1,649,956 1,991,790 1,820,105 1,361,477 1,573,383 
Sept. 11...2,245,824 1,437,744 1,168.71 1,304,307 W107 1,463.8 
Sept. 15...2,128.277 1,2.9,105 896,459 1,797,504 1,233,769 966,963 
Sept. 25...2,129,193 1,550,142. 638,750 1,799,287 620,304 949,944 


The wheat receipts and shipments keep up well, but donot 
increase as was expected about this time, when the spring 
wheat can be marketed. The corn receipts are larger than 
was anticipated, the farmers marketing the surplus held for 
their own wantsin case this year’s crop shuuld meet some 
disaster, but the movement of oats, lately very large, totake 
the place of corn, has fallen off to about ordinary propor- 
tions. 

Coal Movement. 


The coal tonnages reported for the week ending Sept. 16 
are as follows : 


1882. 1881. Inc. or Dec. P.c. 
Anthracite. ....... . 732,481 646,678 ; 85,803 13.3 
Semi-bituminous........ 111.903 93,449 L 18,454 19.8 
Bituminous, Penn...... 61,514 41,237 I. 20,277 49.2 
EC so. nheene ase 9,194 45,414 4 3,780 8.3 


Anthracite coal markets are reported quiet and dull, wit 
prices unchanged, although the domestic demand is improv- 
ng, and some of the companies are said to be short of the 
smaller sizes. A slight increase in prices will be made Oct. 1. 

The Clearfield production is limited by a short supply of 
cars, of which much complaint is made. 

The coal tonnage of the Pennsylvania Railroad for the 





week ending Sept. 16 was: Coal, 173,988;.coke, 49,194; 


It is estimated that perhaps 10 | total, 223,182 tons. The total tonnage this year to Sept. 
On the night of the 21st | 16 was 7,750,182 tons. 


The antbracite coal mine up Slate River, Gunnison 
County, Col., which Mr. Howard F. Smith has been work- 
ing more or less, has finally passed into the bands ofa 
wealthy company, which has determined to proceed with 
development at once. The company is known as the An- 
thracite Mesa Coal Co., organized with a capital stock of 
$300,000, with the following otlicers: W. A. Bell, Presi- 
dent; D. C. Dodge, Vice-President; Howard F. Smith, 
Secretary and Treasurer. Within 40 days from date, it is 
expected that the Denver & Rio Grande track will be com- 
oy up the river toa point to which a tramway wi.l be 

wilt. Mr. Smith has started for Pennsylvania to secure 
the necessary breakers,crushers and screeners for a thorough 
mining of anthracite coal ; and as soonas this machinery 
arrives, which is expected to be here in 60 days, it will be 
put in, and tne work of shipping coal begun —Crested Butte 
(Col.) Republican. . 

Cumberland coal shipments for the week ending Sept. 23 
were 53,298 tons. Of the shipments from the mines, 35,160 
tons were over the Cumberland & Pennsylvania road, 11,- 
332 tons over the George’s Creek & Cumberland, and 6,- 
508 tons over the West Virginia Central & Pittsburgh. The 
total shipments this year to Sept. 23 were 80,595 tons. 


Rates on Texas Cotton. 

Commissioner Fink has just issued the following circular 
regarding rates on Texas cutton : 

‘** At a meeting of the Trunk Line Executive Committee, 

held Wednesday, Sept. 20, 1882, a communication from 
Mr. S. Frink, General freight Agent of the Missouri Pa- 
cific and St. Louis, Iron Mountain & Southern Railways, 
was read, in which he stated that his line was unwilling to 
accept a prorate on Texas cotton, as by the New Orleaas 
route it would secure its full local rates. He sugge-ted that 
the lines east of the Mississippi River should establish low 
rates from Mississippi River points, to apply on Texas busi- 
ness only. 
“It was decided that the suggestion of Mr. Frink 
could not be adopted, and that rates on Texas cotton must 
be prorated through as provided in Joint Executive Com- 
mittee circular No. 402. 

“The request of Mr. D. B. Morey, General Freight Agent 
of the Chicago, St. Louis & New Orleans Ruilroad, that he 
be authorized to make special rates from New Orleans to 
eastern cities on cotton coming from Texas in competition 
with the steamship lines, was considered, and it was decided 
to decline the request. 








RAILROAD LAW. 


Decisions of the Iowa Railroad Commission. 


The Board of Railroad Commissioners recently decided a 
case of alleged discrimination, under Sec. 11, Coap. 77, 
laws 1878. 

‘*No railroad corporation shall charge, demand, or re- 
ceive from any person, compauy, or corporation for the 
transportation, or tor any other sei vice, a greater sum than 
it shall at the same time charge, demand, or receive from 
any other person, company, or corporation for a like service 
from the sume place, or upon like conditions or under 
simular circumstances; and all concessions of rates, draw- 
backs, and contracts for special rates shall be open to and 
allowed all persons, companies, and corporations alike, at 
the same rate per ton per mile by car-load, upon like con- 
dition and under similar circumstances.” 

A shipped four cars of brick from Riverton to Randolph, 
on the Chicago, Burlington & Quincy Road, to be used in a 
stone building, and was charged $27 per car freightage, or 
the regular tariff. B shipped the same number of cars, 
from the same to the same point, the brick to be used in an 
engine-house of a railroad grain elevator. The rate charged 
was $20 per car. A complained of unjust discrimi:ation. 
The Commissioners held that the law above quoted author- 
izes special rates. The local business of the railroads and 
the public convenience require elevators to complete the 
transporting power of railroads. Railroad companies 
generally see to it that elevators are built that the station 
may get its share of business. The storekeeper is assured 
more trade after the elevator is built, and isfur ber assured 
of its continuance by every safeguard that can be added to 
it. Elevators are often built by public enterprise, tu a:sure 
gereral convenience, the railroad companies hauling the 
material, usually at reduced rates. It is customary for 
railroads to give rates to private enterprises in which they 
are particularly interested, such as on material to mske 
roads to reach their stations, material to construct factories, 
and material to be worked up in them, and the product 
from them, 

It is reasonable to suppose the additional safety to the ele 
vator, and consequently to the railroad property, and busi- 
ness convenience justified the company to make special 
rates in this case. 

Both shippers are private individuals, but the use to 
which they applied the brick is different as to their relations 
to the public. There is a clear distinction that justifies the 
discrimination contemplated by the law-maker. One eleva- 
tor man should have the same rate as another elevator man 
for car-load lots, and one citizen the same rate as another 
for the same amount of goods of the same cless under like 
condition and circumstance:. A was not. njustly discrimin- 
ated against. 

ce Commissioners have also established the following 
rules : 

That railroad companies must furnish freight and passen- 
ger accommodations at crossings. 

That cars must be furnished shippers in the ratio of their 
business, 

That the rights of transportation companies are the same 





30g | 28.those of the roads over which they run. 


That minimum prices may be fixed for carrying small 
packages. 

That companies are not required to furnish cars to trans- 
port freight off its own line and upon the line of another. 

That it is the duty of companies where the exigency 
arises. 1. To furnish cars for business originating on their 
own road, to any and all stations on it; 2. Tu draw cars 
tendered by connecting roads, and all cars of transportation 
companies or persons at not not exceeding ordinary rates. 

That roads crossing each other at grade must be connected 
by a ‘“ Y” and a waiting-room for passengers provided. 

That packages marked ‘*‘ At owner’s risk” does not release 
the railroad company from liability for loss for bad usage.ad 








THE SCRAP HEAP. 


Locomotive Building. 

The Baldwin Locomotive Works in Philadelphia last 
week delivered two freight engines to the Cleveland, Akron 
& Columbus road. 

The Rogers Locomotive Works in Paterson, N. J., are 
turning out engines for the New York, West Shore & Buf- 
falo, the Pensacola & Atlantic and other roads. 

The Grant Locomotive Works in Paterson, N. J., are 
busy on orders for several different roads. 





Of the several projected new locomotive works only one 
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is approaching completion, the shop at Rome, N. Y., which 
will soon ready for business. It is said, how sv>~, that 
the new shop at Schenectady will certainly be built. 

Car Notes. 

The vew firm of G. A. Morrison & Co., No. 12 Cortlandt 
street, New York, have been made general agents for the 
introduction and sale of the Tallman automatic brake. 
This brake is now in use on the New York & Harlem, and 
other roads, and a special trial of it was made and reported 
by a committee of the Master Car Builder’ Association at 
its last annual meeting. 

The Canton Car Co. in Canton, O., has just completed 50 
box and 25 stock cars for the Cleveland, Akron & Columbus 
road. 

The shops of Pullman’s Palace Car Co. at Pullman, IIl., 
are building for the New York, Chicago & St. Louis road a 
special train, which consists of one baggage-car, one smoking- 
car, one diving-car and two sleepers. The platforms are to 
be inclosed, thus making it practically one continuous car. 
The sleepers are of the standard make and latest design, and 
are most beautifully decorated. Beside this train the Pull- 
mun Company has ready for immediate delivery to the 
‘Nickel Plate” road the foilowing equipment: 24 first-class 
passenger coaches, 10 second-class passenger coaches, 4 bag- 
gage aud mail cars and 10 baggage cars. The Pullman Co. 
has the concract for the sleeping-car service on the line, and 
by the terms of the sameit is to furnish envugh of their 
latest style cars to accommodate all demands. It has just 
delivered to the Northern Pacific road six sleepers, to the 
Union Pacific six, to the Chicago, Burlington & Quincy 
Railroad eight, to the Chicago, Sc. Louis & New Orleans 
two, and to the Cuesapeake & Ohio four. There will soon be 
delivered to the Texas & St. Louis narrow-gauge road its 
entire passenger equipment, including eight baggage and mail 
cars,eight first-class passenger coaches, eight second-class pas- 
senger coaches and eight baggage cars. The Puliman Com- 

any will furnish the road with its sleepers, and is now 

uildiug eight of the latest style cars for service on the road. 
These sleeping-cars are arranged so that they can be used 
between Chicago and other points on the narrow-gauge road. 
At Cairo the trucks will be changed. Beside the above two 
sleepers are being built for the Central Vermont and two 
for the Mis-ouri Pacific. 

‘The shops of the Wilmington & Weldon road at Wilming- 
ton, N. C., are building 50 box cars for the road. . 

The Virginia Midland shops in Alexandria, Va., are build- 
ing two passenger cars for the road, which are provided 
with all the modern improvements. 

Tne Jackson & Sharp Co., Wilmington, Del., have just 
completed two very handsome Eastlake passenger coaches 
for the Cincinnati, Wabash & Michigan road. 

The Eastern Railroad shops in Salem, Mass., will soon 
begin to build 250 box cars for the road. 

Bridge Notes. 

The Pittsburgh Bridge Co. is building four heavy iron 
bridges for the Buffalo Branch of the Rochester & Pittsburgh 
road. 

Clark, Reeves & Co., at Phoenixville, Pa., are building an 
iron bridge 400 ft. long at New Sarum, Ont., on the Great 
Western Railway. 

The Corragated Metal Co., of East Berlin, Conn., is run- 
ning its works day and night with twosets of hands. Among 
other contracts now on hand are three double-track plate 
girder bridges and three spans of 120 ft. each, and one 160- 
tt. double-irack draw-bridge for the New York, New Haven 

& Hartford road; one double and one single-track bridge for 
the Eastern Railroad, and a single-track plate girder bridge 
for the Concord Raiirvad. The shops have just completed a 
205 ft. span highway bridge at Waterbury, Conn., the larg- 
est span highway or railroad bridge in the New England 
States. 
Iron and Manufacturing Notes. 

The new firm of George A. Morrison & Co., dealers in 
railroad supplies, has been established at No. 12 Courtlandt 
street, New York. Mr. Morrison was recently in the office 
of the New York, Lake Erie & Western road, and formerly 
withthe New Jersey Central. The firm has taken the gen- 
eral agency of the Tallman automatic brake. 

The Valley Machine Co, at Easthampton, Mass., is putting 
in two of its improved bucket-plunger steam pumps for the 
New York, Providence & Boston road, to replave two old 
style pumps of the same make which have been in use 12 
years. 

The new blooming mill of the Pittsburgh Steel Casting Co. 
is nearly finished; it is 102 by 200 ft., of iron. 

Sligo Furnace, in Dent County, Mo , made in July 1,577 
tons of Bessemer pig iron, using 60 bushels of charcoal to 
make a ton of iron. 

The Ashland Iron Works, at Ashland, Ky., are using a 
good deal of Alabama ore, which is carried by the Cincin- 
_ Southern to Cincinnati and thence in barges up the 

Yhio. 

The buildings of the Youngstown Steel Co., at Youngs- 
town, O., wiil be ready for use shortly. 


The Rail Market. 


Steel Rails.—The Iron Age says: ‘‘ A very heavy business 
has been entered recently, and negotiations are pending for 
large lots additional. It issafe to assume that 125,000 to 
150,000 tons have been taken, and that from 50,000 to 100,- 
000 tons more will be definitely closed before the end of the 
month. The business bas been distributed very evenly East 
and West, and itis believed that all the leading concerns 
have now secured a fair amount of winter work. Prices are 
said to be quite steady, and for small lots full rates have 
been realized without much difficulty. So far as we can 
learn, $45 has been the lowest figure for large lots, and from 
that up to $47, according to location of mill, covers the 
transactions above mentioned. Small lots for early delivery 
command $46 to $48 for ordinary sections ; light rails, $48 
to $50.” 

Iron Rails.—Are quiet and unchanged, with no new busi- 
ness reported. 

Rail tastenings.—Spikes are in active demand, and steady 
at $2.90 to $3 per 100 ibs. Fish-plates are omewhat scarce 
ard quoted at $2.65 to $2.75 per 100 Ibs.; track-bolts un- 
changed at $3.75 to $4.25, according to specification. 

Old Rails.—Sales of small lots of tees (iron), are reported 
at $27 to $27.50 per tonin Philadelphia. There is some de- 
mand for crop ends, which are held at $24 to $24.50 per 
ton. 

Steel Blooms.—There has been lately some inquiry for 
steel blooms, and holders ask about $37.50 per ton, duty 
paid. This seems to ~e considered too high, and no sales are 
reported. 


How Mexican Railroads Cultivate Public Favor. 
The Cu’:acen newspaper El Continental of Aug. 22 says: 
‘** We uncersiand that Mr. Schuyler, the Superintendent 
of the Sinaloa & Durango Railroad Company, desirous of 
decorating the stations of the line, will very shortly estab- 
lish an elegant garden at Limoncito, to serve as a recreation 
ground for ail the belles who may promenade during the 
present summer season.” 
D.aw-Bars and Chains. 


A correspondent, writing to the Zimes on the losses of life 
and property resulting from recent cases of broken draw 


‘ 
bars, says: ‘* The cause is not far to seek; it certainly is that 
the wagon companies do not now put side chains to the 
pis ory as they formerly used todo. A draw-bar breaks, 
and, of course, pulls out; the end sticks in the ground, lifts 
the next carriage up and off the rails, and a number follow; 
and should a train be passing in the opposite direction, the 
consequence is a fearful loss of perhaps both life and prop- 
erty. Let any person watch the starting of a train of, say, 
thirty wagons, of about ten tons each, which will happen, 
possibly, twenty times between London & Birmingham, and 
see the fearful strain put upon each draw-bar as the train is 
~ in motion—jerk, jerk, jerk—and the wonder is that 

roken draw-bars are not many times more numerous than 
they are. When side chains are fitted to each wagon, and 
they are properly linked, if a draw-bar breaks the side 
chains catch the strain and prevent the draw-bar from fal- 
ling out, and by its falling upsetting the train or any part of 
it. The four chains to each truck would rot weigh more 
than about 56 Ibs. Side chains would bave prevented the 
two recent accidents, and the far more tecrible one at Hol- 
loway a short time ago.” It will be seen that this corre- 
spoudent is not aware that side chains have rarely been 
known to be of any service when a draw-bar breaks, as, 
when that takes place, the side chains break too. Stronger 
side chains with a volute spring at their backs might, how- 
ever, be of value.—London Engineer. 


A Train Robbery that Didn't Occur. 


A dispatch from Dallas, Tex., Sept. 21, says: ‘‘ Postal 
officers and railroad men were notified several days ago of 
the discovery of a plot for about a dozen train robbers to 

lunder the mail, express and passengers on the west-bound 

exas & Pacific train due bere at 8 o’clock last night. The 
robbers, it was claimed, had been in Dallas some time, and 
had arranged their plans for the robbery to occur three 
miles east of the city, at White Rock Creek, just at dusk. 
A big force of guards and detectives were placed on the 
train at Terrell, 32 miles east. A large number of railroad 
officials congregated at Dallas. Two Arkansas sheriffs and 
a Missouri constable came all the way out here by notifica- 
tion to assist and see who the robbers to be captured were, 
as it was considered certain that Frank James and the rem- 
nant of his gang were to do the robbing; but no robbery 
occurred, and the great scare reached the newspaper cor 
respondents and reporters to-day by passengers who had 
been given arms on thetrain. The railroad people and 

ostal authorities claim that the robbery was to take place 
just as detailed, but say that it was prevented by the heavy 
rain which fell during the afternoon and evening, the rob- 
bers postponing the attack because, if made, they could be 
followed up by the prints of their horses’ feet in the soft 
ground, and be captured. The railroad postal authorities 
are still apprehensive of a robbery.” 


Mexicans Inspecting a Railroad Train. 


A correspondent of the Chicago Tribune, present at the 
celebration of the opening of the Mexican Central Railroad 
from El Paso to Chihuabua, writes as follows from Chibua- 
hua, Sept. 16: ‘‘On opening our eyes this morning, we 
were greeted with a wonderful sight. Thousands of Mexi- 
cans—men, women and children—in rude carts, in wagons, 
on horseback, astride of patient, long-eared, sombre burros, 
on toot, or drawn by oxen, swarmed about the train, filled 
with an ungovernable curiosity. They crawled in under the 
cars in the shade; ran their bands over the varnished panels 
of the passenger coaches; stood in an impenetrable crowd 
around the locomotives, wondering at their bright machinery 
and gay decorations—starting nervously at the screech of the 
whistle or the escape of steam from the safety-valve, and 
handling admiringly such portions of the huge machines as 
they could reach. The crowd represented every class of 
society. There were Castilian ladies and gentlemen, dressed 
in the finest silk and broadcloths, cut after the Parisian 
style ; Mexican men and women of the middle classes, with 
their bright costumes and brilliant sashes, the broad white 
hats of the men contrasting with the black shawls and bead- 
dresses of the women ; the representatives of the poorer 
classes, walking upon sandals, and dressed more gorgeously, 
though less expensively, than the others, jostling each other, 
and crowding for the best places from which to view the 
great curiosity of which they had beard and dreamed so 
much. Some rancheros, dressed in black, with silver lace 
and buttons covering their costumes, their dark faces shaded 
by brigandish sombreros, sat upon their clean-limbed horses 
and gazed on the train from a distarce. 

** About 9 o’clock it was suggested that the ple be al- 
allowed to walk through the train; and, with Mr. Anthony’s 
consent, the interpreters invited the crowd to get on board 
and look through the cars. Such shouting, struggling, 
laughing and good-natured contests to be among the first on 
board, I had never before witnessed. Mothers with babes 
in their arms exhibited the spryness of cats in climbing upon 
the steps, and old men developed unlooked for activity 
and scrambled with the others. As they crowded through 
the cars, expressions of surprise and delight were 
heard on every hand—the Pullman sleeper coming in for 
the greatest share of curiosity and wonder. One of the 
sections was made up by the porter, and the attention of 
the Mexican sefioras and sefioritas was called to it. They 
felt of the woodwork and sat d»wn upon the cushioned 
seats with little cries uf delight. In fact, their actions were 
like those of a lot of children over a new toy. Foran hour 
and a half they filled the train from one end to the other ; 
and then, though there were thousands who had not yet 
— on board, the people were told that they must get off 
the train. 


A Freight Incline Road. 


Natchez is situated at the top of a high, level bluff, on the 
eastern bank of the Mississippi River, the only connection 
between it and the river having been, until recently, by 
means of a steep road, over which all the freight to and 
from the city had to be hauled by drays. An incline plane, 
operated by steam, is now employed to raise and lower 
freight directly from the wharf-boat at the river to the 
bluff above. The location of the plane is such that its lower 
end terminates in the river, the cars descending against the 
wharf-boat. As the river rises and falls about 40 feet (max- 
imum), the length of the plane is inc or decreased 
about 200 ft., according to the state of the tide of the river. 
The platform cars are framed of wood, and have tracks laid 
upon them of a eo for the narrow-gauge freight 
cars they are designed to carry. 


Chemical Composition and Wear of Steel Rails. 


Some time since, Professor Gruner, through the Annales 
des Mines, brought the results of the investigations of Dr 
Dudley on the relation between the chemical composition 
and the mechanical properties of steel rails to the notice of 
French engineers, indorsing the general conclusions. Re- 
pve: M. P. Escale, a well-known engineer, has come for- 
ward in a paper read before the Société de l’Industrie Miné- 
rale, in which he urges. as the resuit of his experience, that 
the specifications of French railroads demand a steel which 
is too hard. On May 30, he ieaported the first rails of open- 
hearth steel at the Tamaris Works for a French railroad. 





They had been laid in the early part of 1880, and had borne 


these rails showed no trace of defects developed under that 
duty, and the wear was inappreciable. The average of the 
analyses made at the works of the stee] made at the time 
the rails were manufactured was as fullows. M. Escale con- 
trasts these tigures with those of the best two rails and the 
32 worst rails of Dr. Dudiey’s series, and calls attention to 


the fact that bis own are harder than either. The following 
are the figures in question : 

Best two Worst 32 

Pa. RR. Pa. RR. Tamaris. 
SN cose sarcdasncse ove 0.3% 0.390 0.499 
OD snsvcocceseoesse 0.491 0.647 0.652 
OO Ser 0.077 0.106 0.150 
errr ye not det'd not det’d. 0.020 
PG sbtcns. epbinverageds 60 0.047 not det’d. 


The Tamaris rails would be classified as soft rails in 
France, while really, compared with those examined by Dr. 
Dudley, they are hard. According to the general observa- 
tions on the road on which the Tamaris rails were laid, the 
mean wear of the rails is 0.0003 millimetres per annum for 
the first few years, and, diminishing gradually, declines to 
0 00015 millimetres per annum, after 10 years’ service. M. 
Escale calculates that at this rate they will be worn out in 
80 years, while, from the data of loss of weight given in the 
case of Dr. Dudley’s rails, he computes a life for the softer 
rails of from 100 to 150 years. Mr. Escale urges, there- 
fore, that the specifications of the French roads, a as. 
they do for 0.5 carbon, should be modified so that softer 
steel be used.—Lngineering and Mining Journal, Sept, 23. 


OLD AND NEW ROADS. 


Bangor & Piscataquis.—Mr. John F. Anderson was 
recently employed by this company to make a survey of the 
two lines proposed for the extension of this road towards 
Moosehead Lake. He reports that the old line through the 
Piscataquis Valley, surveyed several years ago by A. F. 
Hilton, is much to be preferred to the route by Monson, 
which had been urged, tbe latter being longer, more ex- 
pensive and involving the use of heavier grades, and the 
crossing of an additional summit. 


Binghamton & Williamsport.—This company has 
been organized to build a railroad from Binghamton, N. Y., 
southwest to Williamsport, Pa., about 95 miles, through a 
country abounding in lumber andsome coal. It is a revival 
of an old project. 


Boston & New York Air Line.—In the United 
States Circuit Court at Syracuse, N. Y., Sept. 26, argu- 
ment was heard in the suit of Wm. J. Hutchinson to enjoin 
this company from completing the lease of its road to the 
New York, New Haven & Hartford Company. In this suit 
a preliminary injunction was recently granted, and the case 
came up on the rule to show cause why it should not be 
made permanent. It was shown that there was no fraud 
or suggestion thereof in the lease, and that the common 
stock could not be injured. After hearing the arguments, 
the Court dissolved the injunction. 


Burlington, Cedar Rapids & Northern.—Track- 
laying is progressing on the Pacific Division. The track is 
now 15 miles northwest of Spirit Lake, Ia., and connection 
will be made at Worthington, Minn., in about two weeks, 
A heavy ingress of immigrants has followed the progress of 
the road. 

The company is erecting a large hotel at Spirit Lake, to 
be ready for the pleasure business of next year. Indications 
are that this region of lakes will prove a very attractive 
summer resort. The company have discouraged travel 
there all this season because accommodations were limited, 
yet there have been times when the banks of the lakes 
swarmed with visitors. 


Camden & Atlantic.—Recently the board of directors 
of this company declared dividends of 4 per cent. on the 
preferred and 3 per cent. on the common stock, payable 
Oct. 16. Mr. Wm. L. Elkins, a stockholder, thereupon 
made application to the Chancellor of New Jersey to enjoin 
the payment of the dividend on the common stock. The 
Chancellor granted the usual preliminary injuuction, with 
au order to show cause on Oct. 10 why it should not be 
made permanent. No objection is made to the dividend on 
the preferred stock. 


Central Iowa.—It is reported that negotiations are in 
progress for a lease of this road to the Chicago & North- 
western, but nothing very definite is known. 


Chester & Lenoir.—At a meeting held Sept. 22d the 
stockholders voted to approve a lease of the road to the 
Charlotte, Columbia & Augusta Company. The lessee 
agrees to assume the present debt (about $280,000), to pay 
114 per cent. yearly on the stock, and to complete the road 
to Lenoir within eighteen months. The lessee will also 
have the right to issue new bonds on the extension to Lenoir to 
an amount proportioned to those outstanding on the com- 
pleted line. The road is now in operation from Chester, 
S. C., to Mayden, N. C., 72 miles, and the extension to 


Lenoir, 38 miles further, is partly graded. It is of 3 ft. 
gauge. The road has already developed a very fair local 
business. 


Chicago & Eastern Illinois.—It is again reported 
that the Louisville & Nashville Company has secured a con- 
trolling interest in this company, and that the road, with 
the Evansville & Terre Haute, will shortly beadded to the 
Louisville & Neshville system, giving that company a line 
from Evansville to Chicago under its own control. 


Chicago & Northwestern.—Ob this company’s Maple 
River line the grading of the extension from Sac City, Ia., to 
Correctionville, 35 miles, has been completed, and tracklay- 
ing has been begun. 

On the Sioux Rapids Branch track is now laid to Orange, 
Ia., 25 miles westward from the late terminus at Peterson, 
and 107 miles from the main line of the Northern Iowa Di- 
vision at Eagle Grove. Tracklaying is in progress towards 
Calliope, which is to be the winter terminus. 

It is reported that the company has secured the right of 
way into Aurora, IIl., and that it will extend a branch to 
that city. The right of way is said to have cost over 


The following official notice was sent to the New York 
Stock Exchange on Sept. 20: 

‘*The Chicago & Northwestern Company hereby gives 
notice that it has perfected consolidation with the Menom- 
inee River Railroad Company and the Escanaba & Lake 
Superior Railroad Company—two of its proprietary roads in 
Michigan—at the adjourned meeting of the s‘ockbolders 
held at Escanaba, Mich., on the 14th inst.; and that it will, 
after 30 days, issue at its convenience the amount of 16,200 
shares of its common stock in payment and exchange for 
the capital stock of said Menominee River Railroad Com- 
pany and of the Escanaba Railroad Company, in accordance 
with the terms of such consolidation.” 


Cincinnati, New Orleans & Texas Pacific.—This 
company will begin Oct. 1 to run _a through train with 
through sleeping-cars between New Orleans end Vicksburg, 
runping over the Cincinnati Southern, the Alabar> sat 





a traffic of 2,700,000 tons. mtrary to usug experience, 


Southern and the Vicksburg & Meridian roads, 











THE RAILROAD GAZETTE. 


(SEPTFMBER 29, 1882 








Columbu.-, Chicago & Indiana Central].—Notice is 
given that before Out. 1, 1882, whev the time limited by tho 
leorganization agreement of this company will expire, per- 
sons wust sign the sameif they desire to participate in its 
advantages. Sub-criptions will meantime be received at the 
cffice of J. 8S. Kennedy & Co., 63 William Street, or C. J. 
Osborn & Co., 34 Broad Street, New York. 


European & North American.--This road will be 
form.lry turned over to the Maine Central company on Oct. 
1, under the lease lately ratified. 


Genesee Valley.—The track on the gap between Port- 
ageville and Nunda, eight miles, is now laid, and has been 
inspected and accepted from the contractor, The road is now 
very nearly finished all the way from Rochester to Hinsdale, 
100 miles. 


Hannibal & St. Joseph.—Notice is given that 25 land 
geant bouds have been drawa for redemption ia accordance 
with the terms of the mortgage. and that they will be paid 
on presentation to the Farmer’s Loan & Trust Company in 
New York. The numbers drawn are: 50, 58, 109. 117, 129, 
178, 191, 203, 483, 444. 468, 491, 505, 533, 54, 646, 652, 
66¥, 679, 718, 719, 759. 764, S00 and 858. Interest on 
these bonds will cease trum Nov. 24 next. 


Housatonic.—It is thought probab'e that this company 
will extend its road from Pitt: field, Mass., to North Adams, 
by Pontoosuc, Lanesboro, Cheshire and Adams. The distance 
is about 21 mules, and the line is said to be a very good one. 


Illinois Central—Woik is progressing well on the 
branch from Buckingham, Iil., on the Miudie Division, 
northwest to tee Wi.mington coal field. Ii will be 12 miles 
long, and will probably be opened vext week. 

Work is in progress on the + xtension of the Middle Divis- 
iou from Colfex, L1., west by south to Bloomington, about 
20 miles. Work is being pushed from both euds of the 
line. 

When the improvements pow in progress are completed, 
the company will bave six main tracks from Chicago to 
G-and Crossing, 10 miles: four tracks thence to Matteson, 
ss and two tracks from Matteson to Kankakee, 25 
miles. 


Indiana, Bloomington & Western.—Tiis company 
now operates directly the Peoria Div.sion from Peo:ia, Ill, 
to Indianapolis, 212 miles; the St. Louis Division, from De- 
catur, Ill , to Indianapolis, 153 miles; the Middle Division, 
from Indianapolis to Columbus, O., 184 miles; the Ohio Di- 
vision, from Springfield, O., to Sandusky, 1380 miles, with 
the Findley Branch, 16 :mles, This is a total of 695 miles. 
Tt ag.s0 controls, but works through a separate organization, 
the Obio Southern road from Springfield to Wellston, 118 
™1.es, 

Three through express trains are pow run on the line of 
396 wiles between Columbus and Peoria. 


Jacksonville Southeasterr.—This road will be ex- 
tended from Litchfield, Lil., to Smithton (on the Vandalia 
Linc). 29 miles, this fall. 

The grading a1d bridging are nearly completed, and as 
soon as the contractors are rea’y steel rai.s will be laid. 
The road will then be 83 miles in length from Jacksonville 
to Smithton. 


Luke Shore & Michigan Southern.—It is understood 
tbat tue mouey fur the payment of the $2,527,000 bonds 
falling .ue next month is derived from the sale of second- 
e nsolidated bonds, These bonds are now quoted at 125 to 
126, so that a considerable reduction iu the amount of debt 
could be ¢ ff-eted. 

Ata meeting of the board held Sept. 27, the usual quar- 
terly dividend (2 per cert.) was declared. No statement of 
the operations of the road was presented. 


Litchfield, Carrollton & Western.—A contract bas 
been let to J. J. Tracy, of Hannibal, Mo., to grade the sec- 
tion of this road from Carrollton, Ill., to Green‘ield, 12 
miles. The work is to be done by December. 


Little Rock & Fort Smith.—It is reported in Boston 
that Jay Gout bas litely been in negotiation to secure this 
road as a feeder tu the Iron Mountain. 


Loui-ville, Evansville & St. Louis.—This company 
has completed arrangements for the opeuing of the through 
line between Louisvil.e and St. Louis, over its own line 
from Louisville to Mt, Vernon, [il . and the Louisville & 
Nashville tracks from Mt. Vernon to St. Louis. Trains will 
begin to rup terough about Oct. 2. The di tance between 
Louisville & St. Louis by chis line is 260 miles, against 323 
by the Ohio & Mississippi. 


Maine Central.—Tais company takes formal possession 
of tbe Eirop3in and North A nerican road, Oct. 1, under the 
lease lutely made. 


Marquette, Houghton & Ontonagon.—The net earn- 
ings tor July were $94,326, making the net earnings from 
Jin. 1, $337,999, against $174,693 in 1881, a gain of $163,- 
216, or Y4 per ceat. 


Marietta & Cincinnati.—The further hearing in the 
foreclosure suit has beeu postponed to O-t. 16, at Chilli- 
cothe, O. Tse postponement is to give tue Special Master 
more time to tak: testimony in relation to the securities 
deposited with the Reorganization Committee. 


Massachusetts Central.—Mr. N. C. Munson, late con- 
tractor tor the construction of ths road, bas, it is s»id, 
made an offer for the controlling interest in the company. 
His ol j-ct is to secure possession and resume work, and he 
is repo: ted to have New Yo k assistance promised to him. 


Memphis & Charleston —Notice is given to stockhold- 
ers that, in accordance with the resolutions adopted at the 
recent annual meeting, they will have the privilege of sub- 
scribing for an amount of new common st.ck «qual to their 
present holdings, at 12 per cent. of its face value. This 
privilege wili continue until Oct. 10. Applications must be 
made to the commictee baving the matier in charge at the 
office of the Real Estate Trust Company in New York. 

It is re,orted that the committee has reached an agree- 
ment witb the E.:st Tennessee, Virginia & Georgi: Cc mpany 
in relation to canceling the lease of the road to that com- 
pany. WN» official statement has been made. 


Nashville, Chattanooga & St. Louis.—This company 
m kes the following statement fr Auzu-t and the two 
months of its fiscai year f.om July 1 to Aug. 31: 





Two 
Au months. 
Earninzs ........ AP REPRE RIAA OS boa ee $1 8,304 $329,204 
Expenses....... ee peivesas Pe ae LEB . 100,011 193,717 
Net comninge. Badia peeansOad: -.aisauiocasee . $63,293 $135,577 
TRDRUORR GE RAMEE. es dca thali.n Whines is. covnn baoo2 eo... 92,684 
Surplus........+. he dik tee: aid: deen ttctdase $42,893 


For the two montks there was an increase of $10,547, or 
8.8 pr cent., in earnings; a decreare of $6,844, or 34 per 
cent,, in «xpenses, and an increase of $.7,301, or 14.7 per 


Nevada & Oregen.—Track on this road has reached 
Roberts and Antelope stations in Long Valley, Cal, »bout 
22 miles northward from the starting point at Reno, Nev. 
Regular trains Fegan 1unnirg Sept. 18 between Reno and 
Long Valey. The company expects to reach Honey Leke, 
50 miles further, this year, and to complete the road to the 
Oregon line at Goose Lake in 1883. The road runs east of 
the Sierra Nevada, where there is some settled and fertile 
country. 


Newfoundland.—Work isin progress on this road. and 
already 3U mies of track have been laid from Hai bor Grace 
to Holyrood at tbe head of Conception Bay in the Island of 
Newfoundland. Wok is in progress frcm the end of the 
line and also from Carbonear. 


New Orleans & Northeastern.-—The track on this 
road is now laid from Meridian, Miss., south by west to 
Ent-rprise, 27_n iles, and a local train will soon be put on 
this section. Work is in progress all along the line from 
Enterprise to Lake Pontchartrain, and much of it is nearly 
ready for the rails. It is expected that the track wiil be 
laid before the great pile bridge over Lake Povtchartrain 
is finished, aithough work is advancing steadily on that 
structure. 


New York, Central & Hudson River,—On the morn- 
ing of Sept. 22 a New York, New Haven & Hartford local 
passenger train running over this roid, whi h had, with 
other trains, been forced to tuke the track through the side 
tunnel on Fourth avenue in New York, on account of the 
derailment of a passenger train in the main tunnel, was 
stopped at Eighty-sixth stieet by a signal and by torpedos 
on toe track, A few minutes afterwards a Harlem rapid 
transit train came up at considerable speed and ran into the 
rexr of the New Haven train. the Harlem locowotive run- 
ning completely through the rear car and making it a com- 
plete wreck. Two passengers were killed, three fatally 
burt, two trainmen and six passengers less severely injured. 
The train had been much delayed owing to the confusion re- 
sulting from tbe block of the main track, and a’ number of 
persons had left the car at the station abuve and gone to the 
Elevated road, or tbe Icss of life wi uld probably bave heen 
greater. An. nvestigation is now in progress, but the acci- 
dent seems to have been due to the defective system of sig- 
nals, or to the neglect of an operator ai. the station above. 


New York, Chicago & St, Louis.—No date bas yet 
been set for the opening of this road. The trains vill not 
run into the Illinois Central statien in Chicago, the Michigan 
Central as joiut owner of the station objecting. Application 
has been made to the City Courcil of Chicago for the lease 
of alot of land onthe Lake front, on which a temporary 
station will be bui't. 


New York, Lackawanna & Western.—This road is 
not yet q :iteready for through passenger trains, but coal 
trams are now run through to Buffalo, and an accommoda- 
tion train was this week put on between Buffalo and Elmira. 


New York, Ontario & Westeru.—The very severe 
rain storm of last week did much damage at the Weehaw- 
ken tunrel. The deep cut at the western approach to the 
tunnel was badly washed and some damage was done in the 
tunnel itself and at the shaft onthe bill. Some delay will 
be caused in the work, besides the direct money loss. At the 
eastern or river end of the tunnel the damage was slight. 


_ Norfolk & Western.—This compin7 avkes the follow- 
ng statement for August and the eight months ending Aug. 


Eicht 
August. months. 
COUR CAPRIS «5.50 ctcc caicsensacs $222,161 1,438,655 
MER ccSsclesshe cove, mba cuaeee 106,540 $33,832 
Net earnings.... ...... « eee $115,621 $604,823 


Expenses include estimated proportion of yearly taxes. 
For the eight months there was an increase of $74,028, or 
5.4 per cent., in gross earnings; anincrease of $85,436, or 
11.4 per cent., in expenses, and a decrease of $11,408, or 1.8 
per cent., in net earnings. 


Northern Pacific.—For the $5,000,000 consolidated 
general mortgage bonds offered by tbe syndicate for public 
subscription on Sept. 21, ay-plications at 1021¢ per cent. were 
fi ed for about $7,500,000. Thesubscriptions were all made in 
this country. the bonds not having been offered in the foreign 
markets. The price obtaired is 14 of 1 per cent above that 
for which the $20,000,000 previously sold were marketed. 
It is not likely that any more of these bonds will be offered 
this year. 

Ohio Central.—Work has been progressing rapidly on 
the line from Pt. Pleasant, where the bridge over the Ohio 
is tu be built, southeast to Charleston, W. Va , 57 miles. A 
large part of the grading is done, and tracklaying is in 
progress. 


Oregon Railway & Navigation Co.—The Baker 
City Branch is pow completed from Umatilla to Pendleton, 
O., 114 miles, end trains have beg"n to run to the new ter- 
minus. Work is progressing on the contract for grading 57 
oes from Pendieton to La Grande, in the Grande Ronde 

Talley. 


Pennsylvania.—This company’s statement shows for the 






month of August, as compired with the same month in 
1881, on all lines east of Pittsburgh and Erie: 

An increase in gross earnings Of ...........seseeseeeeeees $861,201 
An increase in expenses Of. :..........000 a0 sesecccescccs 272,845 


Ae yer ee er aid escape ii $588,356 


For the eight months ending Aug. 31, as compared with 
the corresponding period in 1881, the same lines show: 


An increase in gross earnings Of................eeeeees $2,326,943 
An increase in exp mnses Of .........65 20 cece scece reves 2,389,496 


PE eee ee TIE eet erie ce eee ee ‘ $62,553 


All lines west of Pittsburgh for the eight months of 1882 
show a surplus over all liabilities of $596,252, being a de 
crease, as compared with the corresponuing period in 1881, 
of $1,548,518. 

The net decrease for all the lines, for the eight months of 
the current year, has therefore amounted to $1,611,071 
from la-t year. 

The report that this copany would build a line of its 
own to Reading his received some confirmetion from the 
filing of two certificates of incorporation at Harrisburg. 
whicn cover a line from near Radaor S:ation, 12 miles from 
Puiladelphia, by Phoenixville and Puttstuwn, to Reading. 
Part of the line has already been surveyed. the engineer 
having reached Birdsboro, seven miles from Reading. 


Pheenixville, Pottstown & Reading.—This com- 
pany has been organized to build a railroad from Phoenix- 
ville, Pa., to Roading, about 32 miles. It is controlled by 
the Pennsylvauia Railroad Company. 


Philadelphia, Norristown & Phoenixville.—This 
company bes filed articles of incorporation for a railroad 
frcm the Pennsylvania Rairoad near Ridnor station to 


Philedelphia & Re: ding.—The Receivers’ statement 
for August and the nive moatus of the fiscal year from Dec. 
1 to Aug. 31 is as follows: 











- -August.- — Nine months, 
Railroad Co.: Gross. Net. ait. 

Railroad traffic........ $1.784,903 $854,554 $6,324,401 
Canal traffic... ....... 1: 6,468 84,1 89 1. #,792 
Steam colliers....  ... 49.+65 12.07 195.6°3 
Pichmond barges...... 4,757 ag Bly *15,610 
Total R. R. Co..$1,975983 $950,085 $6,6: 0,266 

Coal & Irun Co........ 1,615,208 %21,214 660.955 
Total........ . ..-$3,501,201 $1,171,209 $7,291,221 


* Loss. 
The expenses do not include anything for interest or rent- 
als, the net earnings being the amount from which thcse 
charges are to be paid. é 
A comparison of net earnings is as follows: 





August. ———Nine months.——— 
1882. 148]. 1882. 18 
Railroad Co. $950085 $1,005,763 $6,630,266 $6,.51 7€0 
Coal & Iron 
Wb iis eneaes 2°71 214 151.503 660,9°5 685.( 98 





Totai....$1,171,2£9 $1,155,266 $7,291,221 $6,! 34 858 
For the month the Railroad Company shows a decrease of 
$53,678, or 5.3 per cent., ard both companies an increase of 
$16,038, or 1.4 per cent. For the nine montbs the Railroad 
Company shows an increase of $378,506, cr 6.1 per cent. ; 
the Coal & Iron Company a decrease of §22.148, or 8.2 per 
cent., and both companies a total net gain of $356,363, or 
5.1 per cent. 


Pittsburgh, Chartiers & Youghiogheny.—Work is 
progressing well on this read, and track bas been laid froin 
Chartiers, Pa., on the Pittsburgh & Leake Erie road, west 
five miles. The grading is nearly finished to the terminus 
on Painter’s Run, 13 miles from Chartiers. It is to bea 
coal road. 


Pittsburgh Southern.—It is reported that the parties 
who bougbr this roxsd s: menonths ago have sold it to the 
Baltimore & Obio for about $25C,000 The new owner, it 
is said, will put the 10ad in gocd condition and cbange it to 
standard gauge, thus completing its own Jine from Wheel- 
ing to Pittsburgh. 


Round Top.—This company has been organized to 
build a railrcad from Gettysturg. Po.. over the GetrysLurg 
battle field, ending at the fame us Round Top Hiil. It will 
be three miles long, and will b: wok d by the Hanover 
Junction, Hanover & Gettysburg Company. 


St. Louis, Iron Mountain & Southern.~—Work is 
rogres ing wellon the brarch from Neel yville. Mo., to 
oniphan in Ripley County. Nearly balf the grading is 
done and the contractor expects to finist in December. 


Storm.—A wide-~pread ard very destructive rain-storm 
began in the Eustern and Middie states on Sept. 21, and 
continued until late on the even'ng of Sept. 23, the amount 
of rain falling during that time having been greater than 
during any storm recorded for over 30 yezxrs. Tre storm 
was confived principally to the sea coast, not extending 
very far inland, and i's most destructive effi.cts were felt 
in the Hudson Vailey and in New Jersey. In that distr.ct 
the railroads suffered severely from wash-outs and the Joss 
ot bridges, and on many roads there were accidents of more 
or less severity from these causes. Tue Pennsylvania Rail- 
road between New Y-erk and Philadelphia was entirely 
blocked by the floods at Trent »n and other points, and for 
two days its through trains ran over the Bound Brook line 
between Elizabeth and Noith Pern Junction. Other reads 
were badly blocked, and the aggregate loss must have been 
large. 


Toledo, Cincinnati & St. Louis.—Track is now laid 
from Ramsay, Ill, west by scuth to Fillmcre, 15 miles, and 
the work is progressing well. The gap of #0 miles between 
Stewardson and Ramsay bas not yet been filled, the track- 
layers having been obliged to wait for the completion of 
some bridges and a long trestle. 


Troy & Greenfield.—The second track on this road has 
been completed from North Adams. Mass., to Zoar, 11 
miles. This inc!udes the section through the Hoosee Tunnel 
and some of the most diffi. ult work on the imprcevemept. 


Union Pacific.—The Alpine tunnel on the Denver & 
South Park Division is clvimed to be the h’ghest railroad 
tunnel in North America or Europe. The tunnel is 1,800 it. 
long, and its western portal 1s 11,524 ft. above sea Jevel. 
The entrance to the tunnel at the eastern end is ona sharp 
curve, whicb eutends some distance iato the mountain, 


Utica, Ithaca & Elmira.—This company recently 
made application tor the di:continuance of the suit brought 
by the Atturney General of New York to have the company 
declared insolvent, a hearing on the application was bad 
in Albany, Sept. 23d. At its conclusion the Attorney 
General reserved his decision. 


Wabash, St. Louis & Pacific.—As indicating the 
growing importance of this company’s Chicago liue, it is 1e- 
ported that auring the first three weeks ot Scptcmtxr it de- 
livered in Chicago 926,812 bushels of grain, sgaimst 264,949 
in the corresponding thiee weeks of last yeur. ‘Ibe receipts 
this year are positively large, ard heretoiore the road bas 
not brought much grain tu Chicago, but bas cairied chifly 
to Toledo. 

Western North Carolina.—On the Drcktown Pranch 
of this road the track is now laid to Wayneville, N. C., 29 
miles southwest from Asbcville. A large force is at wok 
beyond Wayneville, and the grading is well advanced. 


West Jersey.—The compeny hes paid cff the certifi- 
cates: f the inuebtedness of the leased West Jeisey & At- 
lantic Railroad, emcunting to $60,000. Of this am unt 
about $45,000 w as the debt incuriea by the Mey’s La: ding 
accident in 1880, Tke remaiuder was paid for improvements 
of the 10ad, 

Winnipeg & Hudson Bay.—This company has been 
fuliy onga iad anu :uviys have Leen begun for the road 
ircm W nnipeg, Mess., rcribeast to Nelson on Hudson Bay. 
It is said that proposals tor the building of the road have 
been rec: ived. 


W oodruff Slecping Car Co.—Arguments were beard 
at Indianapolis lust weck «n this compe ny’s ay plication for 
an injuvuction to resirain the removal of it: cars 110m the 
line between I: diana; ols, Chicago and Ji ffersonville, ‘The 
contract for this service, +xierdirg to Jeffersenvilie, was 
made by the cld Indiauayolis, Peau & Chicago Company 
with the Woodiuft. The Walzsb pucha:ed the line, and 
later the Pan-Haudle managi ment se ured alunning ar- 
rangement between Indiar ‘ene ard Kckcmo, giving them 
control of a thicugb line. m the grcund tLat the Peupryl- 
venia Comyany had aceontrect torun Pullmen cars on all 
lires operated or leased Ly it, notice was given the Wood- 
10ff Con pany to wi Ldiew ther ars cn Sept. 18. To 11e- 
vent bei: g tLus thiown ¢ ff the Wc cdrv ff Company ap lied 








cent., in net ear.ivgs. The surplus over interest and taxes 
shows an increase of $10,933, or 34.2 per cent. 


Pl emxville, Pu., about 2U miles. The organization is con- 
troiled by the Pennsylvania Railroad Company. 


for an injunciicn, revyit g upen the contract with ‘the Indi- 
* anapolis, Fern & Chicago Company. 
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